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THE PRESIDENT’S NEW IDEA 

President Harding, in his message to Congress this 
week, has proposed what seems to be a new scheme of 
freight rates. The country has not yet recovered from 
his earlier announcement that freight rates were too 
high and must be reduced, on the theory that they were 
throttling business. Indeed, the full effects of his utter- 
ance are just beginning to be realized in formal demands 
for rate reductions, based on no theory other than that 
business is in depressed condition; in the granting of 
such demands by the Interstate Commerce Commission, 
either in response to pressure from high sources or 
through mistaken notions of its function; and in general 
demoralization caused by hope and expectancy on the 
part of business that, if it will wait a time, it will have 
the benefit of lower transportation charges. In our 
opinion, the uncertainty is having at least as bad an 
effect on business as is claimed by those who attribute 
its bad state to the high rates. 

Now, the President, in discussing the predicament 
of the agricultural industry, comes out in advocacy of 
what seems to be a theory of freight rates based on 
something like the “back to the farm” doctrine. He says: 

The existing scheme of adjusting freight rates has been 
favoring the basing points, until industries are attracted to some 
centers and repelled from others. A great volume of uneconomic 
and wasteful transportation has attended and the cost increased 
accordingly. The grain milling and meat packing industries 


afford ample illustration and the attending concentration is 
Teadily apparent. 


_ The menaces in concentration are not limited to the retard- 
Ig influences on agriculture. Manifestly the conditions and 
lerms of railway transportation ought not to be permitted to 
Increase the undesirable tendency. We have a just pride in our 
great cities, but we shall find a greater pride in the nation which 
has a larger distribution of its population into the country, 
Where comparatively self-sufficient smaller communities may 
blend agricultural and manufacturing interests in harmonious 
helpfulness and enhanced good fortune. 

Such a movement contemplates no destruction of things 
Wrought, of investments made, or wealth involved. It only looks 
‘0 a general policy of transportation, of distributed industry and 
of highway construction to encourage the spread of our popula- 
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tion and restore the proper balance between city and country. 
The problem may well have your earnest attention, 

The President may be right in his theory of proper 
economic distribution of wealth and industry and the 
dangers of concentration into what become large centers. 
He may be right, too, in what seems to be his ideas as 
to the part the present scheme of transportation rates 
plays in bringing about what he considers these harmful 
conditions. But we protest that now is no time to pro- 
pose new theories that involve such widely radical 
changes in our present scheme. It may be that Congress 
should instruct the Interstate Commerce Commission to 
reform the rate structure of the country with a view to 
bringing about the end that President Harding seems to 
desire, but for the present, at least, such a plan can be 
only a dream. One is at liberty to dream, and dreams 
make the world worth ‘living in; but we must be prac- 
tical as well as dreamers, and we have enough on our 
hands now without attempting to materialize the vision 
that the President holds before us. Besides, only confu- 
sion can result from such casual and general references 
to his idea as he has made. No one can be certain what 
he has in his mind. If he has a definite idea that he 
thinks should be worked out, he should put it into defi- 
nite terms. If he is not ready to do that, it might be well 
to refrain from adding further to the unrest that prevails 
in circles interested vitally in transportation rates and 
proposed changes in their level and theory. 


POLITICAL RATE MAKING 

Lest our readers may not have noticed, or lest they 
forget, we call attention to the testimony given recently 
before the Senate Interstate Commerce Committee by 
Edgar E. Clark, until recently chairman and ablest mem- 
ber of the Interstate Commerce Commission. His testi- 
mony was printed in The Traffic World of November 26. 
Though he appeared as a private citizen, he spoke out 
of the fullness of experience and intimate knowledge of 
the subjects under consideration. What he said was 
worth while reading by those who are considering the 
effect of high freight rates on the volume of business, 
and are giving attention to the other problems now 
puzzling the committee. 

We call attention particularly to what he said about 
political rate making. His remarks were in the nature 
of a defense of the Commission along general lines. It, 
he said, had always been subject to misunderstanding 
and criticism. Then he said: “If the time ever comes 
when the Interstate Commerce Commission has to con- 
sider whether or not a thing is going to be popular and 
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GULF, MOBILE & NORTHERN 


«= | Gulf, Mobile 
‘ , & Northern R.R. 
Daily Fast Through Freight Schedules 


BETWEEN 


POINTS in the EAST, NORTH, and WEST, 
AND 
South, Southwest, Mexico, California Terminals 
and Gulf Ports 


in connection with I. C. R. R., L. & N. R. R., M. & O. R. R., N.C. 
& St. L. Ry., via Jackson, Tenn., Southern Ry. via Middleton, Tenn., 
and Laurel, Miss., Frisco Lines via New Albany, Miss., A. & V.-V. S. 
& P. Rys., via Newton, Miss., Vicksburg, Miss., and Shreveport, La., 
G. & S. I. R. R., via Laurel, Miss., diverging rail and steamship lines 
via Mobile and New Orleans. 





SOUTHBOUND NORTHBOUND 
Miles 

4:30 p. m. 0 Ly. Jackson, Tenn. Ar. 8:00 a. m. 2nd day 
12:30 a. m. 83 Lv. New Albany,Miss. Ar. 12:30 a. m. 2nd day 
12:47 p. m. next day 247 Ar. Newton, Miss. Ly. 11:55 a. m. 
3:25 p. m. next day 261 Ar. Meridian, Miss. Lv. 7:35 a. m. 
4:20 p. m. next day 298 Ar. Laurel, Miss. Lv. 8:45 a. m. 
4:10 a. m. 2nd day ‘410 Ar. Mobile, Ala. Lv. 10:00 p. m. 
5:40 a. m. 2nd day 448 Ar. New Orleans, La. Lv. 9:40 p. m. 
2:30 a. m. 2nd day 356 Ar. Vicksburg, Miss. Lv. 5:00 a. m. 
5:30 p. m. 2nd day 529 Ar. Shreveport, La. Lv. 3:00 p. m. 





Southbound deliveries from New Albany to Newton, Meridian and 
Laurel are made same day, to other points next day. Northbound, 
from Laurel, Meridian and Newton to New Albany, next day, from 
other points 2nd day. 

Daily through merchandise car service from Chicago and St. Louis 
to Meridian, Miss., Laurel, Miss., and Mobile, Ala., ALSO weekly 
through refrigerator car service from Chicago to same points of 
destination, making third afternoon deliveries at Meridian and Laurel 
and fourth morning at Mobile from Chicago, second afternoon and 
third morning from St. Louis. 

Special attention given to the handling of IMPORT, EXPORT and 


INTERCOASTAL traffic through the ports of Gulfport, Mobile and 
New Orleans. 


“THE ROAD OF SERVICE” 
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San Diego & Arizona Railway 


THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 


This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest transcontinental line to any California port. GIVE IT A TRIAL. 
From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 
From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent: service, without delay, to San Diego. 
From NEW YORK: Morgan Line—Sunset Route, care S. D. & A., El Centro. 
From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


For information as to rates, routes, service, etc., ask any Agent Southern Pacific Lines, or any railway agent, or address 
MERCIER, General Manager i 


RB: DORSEY, Assistant Tratic Manager... SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 
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whether or not it is going to be attacked by one political 
party or another, its usefulness will be very seriously 
impaired.” 

We do not know whether Mr. Clark spoke as he 
did because he believes or fears that the Commission is 
now being subjected to political influence, or merely as 
a warning against the attempt to exercise such influence. 
The point is, that what he said is true. Whether or not 
there has been political influence, we may all agree that 
the successful exertion of such influence would be bad 
for the country and destroy, in great measure, the value 
of our regulating body. We would go farther than Mr. 
Clark did, however, and say that already there appears 
to be an element of what might be called politics in some 
of the decisions and rulings of the Commission lately. 
It is time for such influences to cease and for the Com- 
mission to disregard them if they continue. 


DEATH OF H. C. BARLOW 

Another big figure in the transportation world has 
passed with the death of Henry C. Barlow, traffic direc- 
tor of the Association of Commerce. He was the Nestor 
of industrial traffic men, and will be missed, perhaps, 
more than any other of the several stalwarts who have 
dropped from the ranks in the last few years. Over 
seventy years old, he remained in the harness until the 
last, being about his business even on the day of his 
death. For years, as traffic director of a great commer- 
cial organization and as a leader in the National Indus- 
trial Traffic League, of which he was one of the organ- 
izers and of whose executive committee he was chairman, 
he was a great force—and a force for good—in transpor- 
tation. His influence was due to his wide knowledge, 
his unfailing fairness, tact and courtesy, but withal, his 
courage and aggressiveness. Men, of course, frequently 
disagreed with him, but they always respected him. To 


him, perhaps, more than to any other one man is due. 


the gradual evolution through which the carriers have 
come to consider the shippers as a party to be considered 
in important projects and whose co-operation was nec- 
essary. He was highly regarded by the Interstate Com- 
merce Commission and by the lawmakers in Washington, 
and in more ways and instances than were generally 
known his influence was felt. He had brains and knowl- 


edge and personality, but, greater than all these, he had 
character. 


THE RATE SITUATION 

The rate situation, with reference to the general 
inquiry instituted by the Commission, the reductions 
ordered by the Commission in the western grain rate 
case, and the ten per cent reduction on all agricultural 
commodities proposed by the carriers as a substitute for 
the western grain reductions, is not yet clear, but some 
things have appeared that were not plain when we dis- 
cussed this subject last week. The first is that the 
Commission, in announcing a general inquiry to deter- 
mine its right to order “further general reductions” in 
rates, did not. have in its mind any. question as to the 
right or propriety of granting the carriers permission 
to make a nation-wide ten per cent reduction in agricul- 
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tural commodities, for it has since issued that permission. 
Another thing made plain is that it is not yet clear 
whether the Commission intends to rescind its order in 
the grain case that the general agricultural reduction 
may be substituted, or is merely permitting the carriers 
to make reductions on the entire agricultural list, if they 
choose, in addition to the reductions ordered in the grain 
case. It has not yet withdrawn its grain order and pro- 
tests are being filed against its doing so. The carriers 
will probably not go ahead with their proposed general 
agricultural reduction until the intention of the Commis- 
sion in this respect is made clear. If it then appears that 
the Commission does not intend to withdraw the grain 
reduction order, it is considered likely that the carriers 
will not avail themselves of the permission granted to 
make the ten per cent agricultural reductions. So, really, 
the clearness of the situation now consists merely in the 
fact that the things that are not clear are defined. 

In our remarks last week we erred in saying that the 
Commission had neglected to include in its list of ques- 
tions in the program for the hearing in the general rate 
inquiry one as to whether reductions should be made by 
commodities or by the percentage method. Such a ques- 
tion is included. 


RAILROAD-STEAMSHIP CONTRACTS 

Reciprocal traffic agreements between American rail- 
roads and foreign steamship companies are held by the 
United States Shipping Board to be “harmful to the 
development of American commerce in American ves- 
sels” and “a menace to the success of ships operating 
under the flag of the United States.” Abrogation of such 
agreements through voluntary action of the railroad com- 
panies is, therefore, urged by the board, which, through 
its spokesman, has expressed the belief that the agree- 
ments will be dissolved without action by the board 


under what power it may have to compel termination 
of them. 


A willingness to comply with the board’s wishes was 
expressed by representatives of American railroads serv- 
ing Atlantic and Gulf ports at a hearing before Commis- 
sioners Thompson, Lissner, Plummer and Chamberlain 
last week. Probably the most important of the contracts 
held by these lines is that entered into between the Bal- 
timore & Ohio and the Donaldson Line, under which 
Vice-President Fries said the Baltimore & Ohio did not 
discriminate in favor of the ships of the foreign lines, 
and that no tonnage was routed under the agreements. 
So far as the Baltimore & Ohio is concerned, Mr. Fries 
said, the contracts it has may be abrogated. 


A different situation was developed with regard to 
agreements that the Great Northern and the Chicago, 
Milwaukee & St. Paul have with the Nippon Yusen 
Kabushiki Kaisha and the Osaka Shosen Kabushiki Kai- 
sha, respectively, under which the rail lines receive each 
year a substantial volume of tonnage originating in the 
Orient and deliver outbound tonnage to the Japanese 
vessels at Puget Sound ports. It was easily to be seen 
from the statements made at the hearing that the two 
great transcontinental lines involved value these agree- 
ments highly because of the revenue derived therefrom. 
































































































1184 


The agreements are of long standing but have been re- 
newed recently. 

Renewal, October 18, by the Great Northern of its 
contract with its Japanese connection was commented 
on by Commissioner Thompson, who acted as chairman 
at the hearing, as an act “in direct competition with the 
government.” but he later asserted that the board was 
not talking “patriotism,” but “business.” The issue, 
therefore, has been joined on a “business” basis. That is 
as it should be. It is on that basis that the position taken 
by the board and by the transcontinental lines should be 
considered. 

The representatives of the Great Northern and the 
Chicago, Milwaukee & St. Paul went on record as desir- 
ous of co-operating with the board in building up an 
American merchant marine. But, at the same time, they 
asked in effect whether it was the fair thing to provide 
that American vessels get tonnage at the expense of the 
treasuries of the railroads. They had no assurance, they 
contended, that, should the agreements be wiped out, 
the inbound tonnage carried by the Japanese lines would 
not go to Canadian ports and be carried to eastern inland 
destinations via Canadian railroads. They further ex- 
pressed doubt as to the ability of the board to control, 
for American vessels, the tonnage originating in the 
United States and shipped to the Far East on the foreign 
steamships. 

Looking at the situation thus developed from the 
business point of view, it is difficult to see how the Ship- 
ping Board, acting as an agency of the federal govern- 
ment, rightfully can ask the Great Northern and the Chi- 
cago, Milwaukee & St. Paul to abrogate their agreements 
with the Japanese lines, unless the board, directly or indi- 
rectly, can assure them that a similar amount of traffic 
will be available to them through vessels under the 
American flag. 

It appears to us that Vice-President Kenney of the 
Great Northern stated the case in a nutshell when he said 
there would be no benefit to the American merchant 
marine for the Great Northern to lose the inbound ton- 
nage it gets from its Japanese connection, unaccompanied 
by a diversion of that tonnage to American vessels. 

The Shipping Board points to section 28 of the mer- 
chant marine act of 1920, as defining the intent of Con- 
gress that American railroads be preferential feeders of 
tonnage for American ships. No one will question the 
desirability of such an arrangement if it can be carried 
out without loss to the railroads. But Congress surely 
does not wish to build up the American merchant marine 
at the expense of the railroads; and it is again difficult 
to see why the railroads should be condemned for having 

sought and obtained business where it could be obtained. 

It is also significant that an authority no less than 
the Interstate Commerce Commission has seen fit to call 
to the attention of Congress, in its annual report made 
public this week, that section 28 may not, if made opera- 
tive, accomplish what its advocates have contended it 
would accomplish. 

“The ultimate effect of section 28 may be merely to 
divert traffic from certain ports to others, with little or 
no gain in tonnage for United States vessels,” the Com- 
mission says. 
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The straightforward statement of Vice-President 
Calkins of the Chicago, Milwaukee & St. Paul, that he 
could not promise that he would recommend the abroga- 
tion of the contract his company has with the Japanese 
unless he could at the same time offer something to take 
its place, did not merit the rejoinder of Commissioner 
Thompson that a “discordant note” had been struck. We 
do not see that Mr. Calkins, with substantial revenue at 
stake, could have answered otherwise. 


TAX ON TRANSPORTATION 


The Trafic World Washington Bureau 


The Treasury Department, in Treasury decisions Nos. 3255 
and 3256, has made rulings about the collection of the taxes 
on transportation contracts that are in process of execution 
when the law eliminating the taxes becomes effective, January 
1. Treasury Decision No, 3255, addressed to collectors of in- 
ternal revenue and others concerned, pertains to freight. The 
other covers passenger business. 

In this case the “others concerned” are the agents ‘of rail- 
road companies whose duty it is to collect the taxes and to 
refund them, under certain conditions. The ruling with regard 
to freight, made by D. H. Blair, commissioner of ‘internal reve- 
nue, and approved by Secretary A. W. Mellon, is as follows: 


Subdivisions (a), (b) and (e) of Section 500 of the Revenue Act of 
1918 impose tax on amounts paid for transportation. The provisions 
of the 1918 Act imposing tax on charges for transportation service 
are repealed effective January 1, 1922, by the Revenue Act of 1921. 
Cases will arise where the transportation service will be only par- 
tially performed before January 1, 1922. It is held that tax imposed 
by subdivisions (a), (b) and (e) of the Revenue Act of 1918 applies to 
amounts prepaid for transportation in cases where the shipments are 
made before January 1, 1922, but does not apply in cases where the 
charges are ‘‘collect’’ on shipments made before, but arriving at des- 
tination on or after January 1, 1922. 

Transportation companies have been authorized as set forth in 
Article 115, Regulations 49, Revised, to adjust tax in adjusting over- 
charges, taking credit on any subsequent return for tax so adjusted. 
In order to terminate this authority uniformly and at a time that 
will make it practicable for the credits to be taken on returns made 
by the carriers, it is directed that in adjusting overcharges and in 
redeeming unused and partially used tickets and mileage books, no 
adjustments be made of tax after December 31, 1921. It is suggested 
that transportation companies, as soon as practicable, advise all 
claimants who have claims pending or who file claims after December 
31, 1921, that claim for refund of tax should be filed on Treasury De- 
partment Form 46, with the Commissioner of Internal Revenue within 
four years from time tax was paid, claim being barred by statute of 
limitations if received after such time. In the event the transportation 
companies retain the freight receipts, express receipts, redeemed tick- 
ets, or mileage books as part of their files on a claim, it will facilitate 
handling claim filed with the Commissioner for refund of the tax 
if the transportation companies will, when adjusting the transporta- 
tion charge, furnish to the claimant a statement or certificate con- 


= the following information, retaining a copy thereof in their 
es: 


(a) Number assigned claim by transportation company. 

(b) Amount of charges refunded on the claim. 

(c) Amount of tax actually collected on the refunded amount. 

(d) Date (or dates) on which tax was collected. 

In order that right to refund may be established it will be neces- 
sary for claimant to either furnish the original receipts, showing 


payment of tax or to furnish the above statement or certificate in lieu 
thereof. 


The ruling respecting tickets and taxes on Pullman accom- 
modations is as follows: 


Subdivision (d) of Section 500 of the Revenue Act of 1921 provides 
as follows: ‘‘(d) Under regulations prescribed by the Commissioner 
with the approval of the Secretary, refund shall be made of the 
proportionate part of the tax collected under subdivision (c) or (4d) 
of section 500 of the Revenue Act of 1918 on tickets or mileage books 
purchased and only partially used before January 1, 1922.” 

No tax should be collected on the charge for a ticket or mileage 
book sold before January 1, 1922, if no part of it can be used until on 
or after January 1, 1922. 

Where, however, tax has been collected under subdivision (c) or 
(d) of Section 500, Revenue Act of 1918, on a ticket or mileage book 
which is only partially used before January 1, 1922, the tax applicable 
and proportionate to the unused part of such ticket or mileage book 
may be refunded. 

Claim for refund should be filed by the person paying the tax, on 
Form 46, which should show the following: 

(a) Statement of the facts on which claim is based. 

(b) Statement that no claim is pending nor will any be filed 
with the transportation company for adjustment of the tax. ’ 

(c) Statement that the unused part of the ticket or mileage 
book, in connection with which refund is requested, if in hands of 
claimant when claim is filed, has been marked to show the amount of 
tax for which claim has been filed. 

The claim should also be supported by a statement from an 
agent of the transportation company (or from a collector of internal 
revenue if such information can be furnished by him) giving the 
following data concerning the ticket or mileage book in connection 
with which refund is requested: (a) The number, (b) date of pur- 
chase, (c) price paid, (d) the proportionate part remaining unused on 
January 1, 1922, and (e) the proportionate amount of tax applicable 
to the unused part. 





Getting the traffic news each day makes it easier 
to keep informed. Subscribe for THE DAILY 
TRAFFIC WORLD. 
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Current Topics 
in Washington 
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The President’s Message.—A presidential address is a carry- 
all. In it the chief executive carts suggestions for the bettering 
of conditions to the legislative workshop. It is no reflection 
on a president that what he brings, in part, is old. That is 
the line of talk that was started by what President Harding 
had to say about population congestion being helped along by 
the favorable rates railroads make for what he called the basing 
points. He suggested that Congress think about the situation 
the supposed favoritism creates. Three years ago, Chairman 
McChord expressed about the same thoughts in a newspaper 
article about reconstruction after the war. Senator Fletcher 
of Florida had McChord’s thought published as a public docu- 
ment. Perhaps Harding, then a senator, read the document. 
It is considered more likely, however, that while McChord and 
Harding were having frequent meetings a short time ago, on 
account of Harding’s insistence on reduced rates and on account 
of the threat of a rail strike, they talked on the subject and 
McChord suggested that it would be a fine thing if Congress 
could think up some scheme that would invite or compel more 
people to live in the rural sections, rather than in the congested 
cities. The President’s message sounds as if McChord had told 
the chief executive that the favorable rate adjustments tended 
to force still further congestion. No one seriously disputes 
that assertion. It is almost axiomatic. But there are many 
things that are wrong for which there is not now any remedy. 
The railroads did not create the condition. Every so-called 
basing point had low rates before there was a railroad. Big 
cities grew where they are because the natural trade routes 
converged where they were built. The interior of Kentucky, 
McChord’s state, was settled before the river points, but the 
folks en route from Virginia continued through Harrodsburg 
and other interior towns to Louisville, because the trails through 
the forests led to that point. The railroads were built where 
the people were. In the intense rivalry between Cincinnati and 
Louisville, more railroads, perhaps, were built toward the points 
on the rivers in Tennessee and the interior of Kentucky than 
there was commerce to support. Competition for tonnage at 
the river cities forced down rates. The interior had to pay 
higher rates than would have been the fact had there not been 
as many railroads. Besides, the river tended to keep rates to 
and from the river cities low. Marion, O., is not on a river 
that the most optimistic river and harbor man would call nav- 
igable, yet it has grown more than Caledonia, a few miles away, 
because it lies at a point where the Erie and the Big Four cross. 
It is on the great highways from New York, Buffalo and Cleve- 
land to Cincinnati, Chicago and St. Louis. Caledonia is on 
only one of them. Marion was a thriving town before rebating 
was brought to an end. Steam shovels and threshing machines 
were made there by enterprising neighbors of Harding. They 
were distributed from there in competition with Mansfield, where 
the Erie, Baltimore & Ohio and Pennsylvania cross each other. 
Mansfield also made threshing machines. The two towns mo- 
peted and there is no one to measure how much of their early 
growth was due to the form of competition that was expressed 
in rebates. Congress may know how to change the conditions 
that made Marion and Mansfield grow, not so much as Cleve- 
land and Cincinnati, but more than Caledonia and Lexington, 
one of which is on the Erie and the other on the Baltimore & 


— It is a nice job President Harding has laid on its work- 
ench. 





Commission Management of Railroads.—The Commission’s 
annual report, it is believed, will make Commissioner Potter 
wonder what there is left about a railroad for the owners or 
their representatives to manage. He is strong for the Com- 
mission keeping out of the realm of management and confining 
itself to regulating. When it is recalled that the state com- 
Missions say how many drinking cups there shall be in the 
waiting rooms of a country passenger station and how cattle- 
guards shall be constructed, it may be seen that the man called 
on to catalogue what is left for the owners to manage also has 
& Sweet job. The labor unions, which are on record as desirous 
of forcing government ownership and operation, probably be- 
cause, while the government was operating the railroads, their 
members got wages out of the public treasury when rates were 
not made high enough to pay them and other costs of opera- 
tion, to further the cause of government ownership, have been 
Suggesting poor management of the railroads as one reason 
for their not making enough to pay the wages of both capital 
and labor. The annual report, it is believed, by implication, 
shows there may be some foundation for their general charge 
of inefficient management—not, however, in a way favorable 
to them. Owing to the multiplicity of things in which the rail- 
Toads are managed by public officials, a cynical person might 
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agree with the railroad unions, that the managements of the 
railroads are not efficient, because so much of it is governmental. 
At the same time he might suggest that the remedy was less 
government in the railroads and not more. 

A Weary Coil About Wire Rods.—What is a bar, and when 
are coils of wire rods not wire rods in coils? That question 
is discussed in a brief for the complainant in No. 12267, Lan- 
caster Steel Products Corporation vs. Director-General, as agent, 
et al., by J. H. Fishback and Wilbur LaRoe, Jr. They called 
attention to the fact that when the traffic witness for the de- 
fense was* asked to distinguish, if he could, between coils of 
wire rods and wire rods in coils, he said the commodity under 
discussion could be called bar steel, even if the rods were in 
coils, because he had known sand bars to be in curved shape 
and, in days gone by he had seen circular bars around which 
patrons might stand and imbibe something which is no more. 
LaRoe or Fishback (the brief does not say which) thereupon 
grew a bit sarcastic by saying that the witness had not gone 
so far as to suggest that he had ever seen a coiled sand bar, or 
a coiled crowbar or a coiled hotel bar. Then the man who 
wrote the brief said the witness was not speaking jocularly but 
in a serious and earnest manner, else Fishback and LaRoe said 
they would not have taken the trouble to set forth the substance 
of the testimony or dignify it by giving it consideration. They 
said it was the very heart of their case and that, therefore, 
they could not afford to ignore the testimony of the only witness 
for the Director-General, given, they said, when the examiner 
who was taking the testimony pressed the witness to give his 
honest opinion as to what the exhibits in the room really were. 





American Creosoting Case.—The Supreme Court’s decision 
in the American Creosoting case, reported elsewhere in this issue, 
seems to lawyers and those having a general familiarity with 
commerce clause jurisprudence, to be unusually important. The 
decision seems particularly emphatic, because, although the case 
was argued the day before the court recessed, the decision was 
the first one handed down after the recess and the court was 
unanimously of the opinion that the Commission’s order must 
be set aside. The decision, it is believed, is of much signifi- 
cance because, since March 1, 1920, there has been an influential 
school of thought which has urged that, because the trans- 
portation act provided for rate-making by groups of carriers, it 
followed that every section of the interstate commerce act was 
impliedly amended to the extent that the Commission, in con- 
struing applying sections 1, 2, 3, 4, etc., might ignore the sep- 
arate corporate identity of the separate carriers and treat them 
all as parts of one national system. The decision seems an 
emphatic finding that such a doctrine of amendment by impli- 
cation is without legal sanction. Another interesting circum- 
stance is the fact that the order of the Commission in Southern 
Hardwood Association et al. vs. Director-General, 61 I. C. C. 132, 
was based on the same construction of the law as that an- 
nounced in the American Creosoting case. In fact, in its opinion 
in the American Creosoting case the Commission said: “Fol- 
lowing Southern Hardwood Association et al. vs. Director-Gen- 
eral, and upon the facts and record in this case, we find that, 
etc.” The order in the Southern Hardwood case, however, was 
not contested by the defendants therein. Query: Will the 
Commission, in view of the present decision, voluntarily set 
aside its order in that case? 





A French Railroad Problem.—The French parliament also 
has a railroad problem on its hands. For months it has been 
conducting hearings before committees of the senate and cham- 
ber of deputies to find a remedy for the poor condition of the 
railroads. The French are now, in a legislative sense, where 
the United States was two years ago. Charles W. Westcott, who 
is described in a bulletin of the Department of Commerce as 
an “economist consul,” has been reporting on the subject. In 
the scheme that he thinks the French parliament will adopt 
by the end of the year, provision is made to support the rail- 
roads by contributions from the treasury—just as was the case 
in this country when the Railroad Administration had control. 
The French, Westcott thinks, will adopt a scheme for the opera- 
tion of the six principal railroads under a single agreement 
between the companies and the government, in which the man- 
aging will be done by a supreme council in which the govern- 
ment, the corporations, and the public will be represented. 
Revenues will be pooled so the “weak sisters’ may be helped. 
The government is to contribute “initially” to the pool, and 
the pool is to be kept at a specified level by increases or reduc- 
tions in rates. That is so much like the scheme in the federal 
control law that one is reminded of the “initial contribution” 
of the American government, called the revolving fund. That 
fund was to be kept at a specified level, but the fund, instead 
of revolving, did nothing but disappear. Somehow or other the 
men who managed the railroads for the government were always 
able to make the fund disappear faster than the business of 
the railroads could make it appear. Congress had to make 
several “initial payments,” in one form or another. In France 
the state is to guarantee operating expenses, bonded indebted- 
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ness and preferred dividends, “thus making it easy for the 
lines to raise the large amount of capital necessary for im- 
provements and extensions,” said Westcott. That phase of the 
subject looks like a combination of the “standard return” part 
of the federal control law. The supreme council, which is to 
manage the railroads, reminds one of the Railroad Administra- 
tion, in which the public, outside of the labor unions, had little 
to say other than to buy the bonds that furnished the money 
to keep the Railroad Administration going as an agency for. 
winning the war. In some aspects the plan also suggests the 
Plumb plan, because there is to be a fund to be distributed 
as reward for efficient administration and good management. 
One-third of the premiums are to go to deserving companies and 
two-thirds to their operating staffs—that is, the workers. 


Commission-Shipping Board Friction.—That there is public 
avowal of disagreement, not to say friction, between the Com- 
mission and the Shipping Board is surprising to those who 
have to think about the two, because it was not made sooner. 
In final essence, it is believed, it is only the kind of friction 
that always exists between carriers by land and carriers by 
water. In a broad way of speaking, the Shipping Board stands 
for the ideas of the carriers by water and the Commission for 
the thoughts of managers of carriers by railroad. It is no 
answer, it is believed, to suggest that they should be in agree- 
ment to the end that there might be an integration of the two 
kinds of transportation. Until C. E. Spens used the strong 
arm of the Railroad Administration to dispose of it, there was 
a constant brawl over the question of demurrage on shipments 
brought to the ports by the railroads for further shipment by 
water. The disagreement of the two classes of carriers re- 
sulted in the shipper, who was in no way responsible for the 
delays, paying the demurrage. Spens saw the ridiculousness 
of that. Therefore, he devised the plan of making up what 
might have been called a list of “fair” steamship lines, including 
in that list the names of all carriers, by water that had agreed 
to settle the demurrage question on the basis that if the rail- 
road caused the delay it should pay, and if the water line caused 
it, it should pay, thus relieving the shipper who sent his goods 
forward on a through export bill. He thereby lost control over 
the goods, because, in theory, they were always in the hands of 
one carrier or the other. When Spens got up his “fair” list 
the steamship companies all wanted to be on it; hence, the 
plan worked. A. E. H. 


CREOSOTING IN TRANSIT 
The Trafic World Washington Bureau 


In an opinion by Associate Justice Brandeis on No. 436, Cen- 
tral Railroad Co., of New Jersey, et al. vs. United States of 
America, et al., the Supreme Court of the United States, December 
5, condemned the order of the commission in what is known as 
the American Creosoting Company case, 61 I. C. C., 145. In 
that case the Commission directed the Central and the Pennsyl- 
vania to remove an undue prejudice it found they were practic- 
ing against the creosoting company. The undue prejudice con- 
sisted in their failure to accord to the complaining company 
creosoting in transit at Newark, N. J., while at the same time 
participating in joint traiffs which accorded that privilege to 
its competitors in the middle west and south. The case came 
before the Supreme Court on an appeal from the refusal of 
the federal court for the District of New Jersey to enjoin the 
Commission’s order. The Supreme Court reversed that lower 
court. 

The suit was brought by the Central of New Jersey and 22 
other railroads against the United States and the Commission on 
the ground that the order of the Commission exceeded the pow- 
ers of that body, was arbitrary and is void. 

In his opinion, Justic Brandies said, that the plant of the 
American Creosoting Company was not reached by the lines of 
any of the 23 appellants, except the Central and the Pennsyl- 
vania; that neither of these carriers accorded the creosoting 
privilege at any point on its lines; and that no competitor of 
the company had a plant on the lines of either. He said that 
the privilege was not granted by any carrier in trunk line terri- 
tory with a single exception not material in this case, 

At the plants of competitors in Mississippi, Indiana, Illinois, 
Ohio and Pennsylvania, the Justice said, there is a creosoting 
privilege established by the lines serving them and acting inde- 
pendently of each other. The privilege, he said, was treated in 
the tariffs on file with the Commission as a matter local to the 
railroad on which the transit point was established. Whether 
the privilege should be granted or withheld, Mr. Brandeis said, 
was determined by the local carrier. If granted, the local car- 
rier determined the conditions, set them forth in a local tariff 
and retained all the revenue derived therefrom without the con- 
sent of and without consultation with any connecting carriers. 

“The appellants did not participate in any way in establish- 
ing the transit privileges enjoyed by competitors of the Newark 
concern on lines of the southern and mid-western carriers; and 
none of those carriers is controlled by any of the appellants,” 
said Justice Brandeis. “But appellants did join with those south- 
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ern. and -mid-western railroads in establishing joint rates on 
forest products over routes which pass through the points at 
which this privilege prevailed and also through Newark.” 


Creosoting in transit, the Justice said, is a practice having 
its origin partly in local needs and partly in the competition of 
carriers for business. Railroad managers, he said, differed 
widely as to the policy of granting such privileges. The rail- 
roads in question decided not to give such privilege, 

In disposing of the case, the Court said that the Commission 
could have determined under section 1 whether in a particular 
case a transit privilege should have been granted or should 
have been withdrawn. It said the Commission could have di- 
rected the Central and the Pennsylvania to establish the prac. 
tice at Newark if it had deemed failure to do so unreasonable 
or unjust; or in an appropriate proceeding it might have directed 
the southern and mid-western carriers to discontinue the prac. 
tice on their lines. 


Continuing, the Court said: 


But it did neither. Instead it sought to accomplish by indirection 
either one result or the other and ordered under Section 3 that 
the discrimination found to exist be removed. Twenty-one of the 
appellants are powerless either to cause the Central and the Penn- 
sylvania to install the privilege at Newark or to cause the southern 
and midwestern carriers to discontinue the practice on their lines, 
The Central and the Pensylvania are likewise powerless to cause 
these connecting carriers to withdraw the privilege. They can, it is 
true, equalize conditions by establishing the privilege at Newark. But 
to do so would involve departure from a policy to which they have 
steadfastly adhered and adhesion to which was held by the Commis- 
sion not to be unreasonable. If they should establish the privilege 
at Newark, they would act contrary to their judgment and would 
adopt a practice which some connecting carriers had introduced 
without their concurrence or consent, and which may hereafter, upon 
appropriate inquiry, be held by the Commissien to he unjust and 
unreasonable. Congress could not have intended that under such 
circumstances relief should be afforded under Section 3, when a direct 
remedy is available under Section 1. 


It is insisted that the order leaves appellants the alternative 
of withdrawing from the tariffs which establish joint rates with 
the southern and midwestern carriers through Newark. The order 
does not so provide in terms; and in fact the alleged alternative 
is illusory. The undue prejudice found arises not from the existence 
of joint rates, but from conditions local to other railroads. Can- 
cellation of the joint rates would not change those conditions. Al- 
though the joint rates were withdrawn, the established through routes 
would remain. The duty to provide such routes is specifically en- 
joined by paragraph 4 of Section 1; and under the _ provisions 
of paragraph 1 of Section 6, the senaratelv established rates 
of the several connecting carriers would, in the absence of joint 
rates, apply to through transportation. So far as appears the Newark 
concern would be under the same disadvantage as compared with its 
competitors, whether the traffic moved on the combination of the rates 
local to the several lines or on joint rates. Even the abolition of the 
through routes (which is not suggested) would leave the relative 
positions of the several creosoting concerns unchanged. Cancellation 
of the joint rates would, at most, relieve appellants from the charge 
that they are violating the provisions of Section 3. 


It is urged, that while the undue prejudice found results directly 
from the individual acts of southern and midwestern carriers in 
granting the privilege locally, the appellants, as their partners, 
make the prejudice possible by becoming the instruments through 
which it is applied. Discrimination may, of course, be practiced 
by a combination of connecting carriers as well as by an individual 
railroad; and the Commission has ample power under Section 3 
to remove discrimination so practiced. See St. Louis & Southwestern 
Ry. Co. vs. United States, 245 U. S. 136, 144. But participation merely 
in joint rates does not make connecting carriers partners. They can 
be held jointly and severally responsible for unjust discrimination 
only if each carrier has participated in some way in that which 
causes the unjust discrimination; as where a lower joint rate is 
given to one locality than to another similarly situated. Penn Refining 
Co. Western N. Y. & P. R. R. Co., 208 U. S. 208, 221, 225. Com- 
pare East Tennessee, Virginia & Georgia Ry. Co. vs. Interstate 
Commerce Commission, 181 U. S. 1, 18. If this were not so, the 
legality or illegality of a carrier’s practice would depend, not on 
its own act, but on the acts of its connecting carriers. If that 
rule should prevail, only uniformity in local privileges and practices 
or the cancellation of all joint rates could afford to carriers the 
assurance that they were not in some way violating the provisions 
of Section 3. What Congress sought to prevent by that section as 
originally enacted, was not differences between localities in trans- 
portation rates, facilities and privileges, but unjust discrimination 
between them by the same carrier or carriers. Neither the Trans- 
portation Act 1920, February 28, 1920, c. 91, 41 Stat. 456, nor any 
earlier amendatory legislation has changed, in this respect, the pur- 
pose or scope of Section 3. 





CHANGES IN DOCKET 


Hearing in I. and S. 1425, reduced rates on coal to Kansas 
City, Mo., assigned for December 7 at Kansas City, was reas- 
signed for December 7 at Excelsior Springs, Mo. 


Argument in I. and S. 1403, railroad space rental charges 
on compressed and uncompressed cotton at Louisiana ports, 
assigned for December 8 at Washington, D. C., was canceled. 

The argument in I. and S. No. 1421, penalty charge on lum- 
ber held for. reconsignment, which was to have been held at 
Washington, December 8, has been postponed to a date to be 
hereafter fixed. 


Hearing in I. and S. 1370, grain and grain products between 
stations in Oklahoma and stations in Kansas and Nebraska, as- 


signed for December 9 at Kansas City, was postponed to a date 
to be hereafter fixed. 


Hearing in 12988, Waterman Lumber Co. vs. St. L.-S. F. et 
al., assigned for December 5 at Shreveport, La., was canceled. 
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Decisions of Interstate Commerce Commission ! 
* s 


BILL OF LADING DECISION 


Forms for the domestic bill of lading and the live stock 
pill of lading have been prescribed by the Commission, in a 
report on further hearing, by Commissioner Hall, probably the 
most expert law technician on the Commission (opinion No. 
7231, 64 I. C. C. 357-64). The forms prescribed are carried as 
appendices to the report. Unless the Commission makes an 
exception in publishing its reports in bound volumes, the forms 
prescribed will not be shown in the permanent reports. Ap- 
pendices, unless specifically ordered, are not included in the 
report. 

In the hearings and conferences on the subject the issues 
narrowed considerably, so that the report is in much smaller 
compass than some of the prior reports on the subject. The 
report is the Commission’s expression as to what changes were 
required by reason of the change in the act to regulate com- 
merce wrought by the transportation law. That last mentioned 
piece of legislation changed the name of the act to regulate 
commerce to the interstate commerce act. It also changed the 
Cummins amendment to the Carmack amendment so as to assure 
to the carriers by water, even when they are owned by the 
carriers by railroad and used as part of a through route with 
joint rates, the exemptions given carriers by water not connected 
with railroads, and the exemptions from liability granted by the 
Harter and other laws defining their liabilities. 

With regard to the domestic bill of lading, Commissioner 
Hall set forth the contentions made by the railroads, the Na- 
tional Industrial Traffic League, and the water lines, adding 
that little that was new was brought out in the hearings after 
Congress had changed the law. He did not indicate the precise 
changes in the form prescribed by it in the earlier proceedings 
which came to naught by reason of the proceedings in court, 
and the change in the law itself while the Alaska steamship 
case was pending in the Supreme Court of the United States. 

The greatest change is that which was caused by the law 
which assured to the carriers by water the exemptions granted 
them by the Harter act, and other laws enacted for their benefit. 
They contended that the prior form prescribed by the Com: 
mission did not assure them those rights. In the language in- 
cluded in the bill for their benefit was exemption from liability 
on account of strikes, riots, and other stoppages due to disor- 
ders. The Commission, also at their behest, wrote into the bill 
that their liability would be that of the common law except as 
otherwise provided. 

None of the matters in issue, the Commission seemed to 
think, were of vital importance. Its desire was to produce 
something that would give those who had participated in the 
case something that could be used throughout the country. It 
is believed the carriers will accept the forms suggested. 

As summed up in the report, the issues on the live stock 
contract between the parties in interest when they had dis- 
cussed the subject, were as to the following sections and para- 
graphs: 


Section 1, paragraph 1. Proposed exemption from liability for loss, 
damage or delay resulting from riots, strikes, stoppage of labor, threat- 
ened violence, or causes not due to carriers’ negligence. _—_ J 

Section 1, paragraph 2. Proposed exemption from liability for in- 
jury or death of live stock caused by fire; and question of burden of 
proof as to negligence. e 

Section 1, paragraph 3. Exemptions claimed on account of quar- 
antine regulations and acts of authorities. : 

. Section 2. Agency of issuing carrier as to portion of route beyond 
its own road or its own water line. 

Section 3, paragraph 2. Measure of carrier’s liability in computing 
amount of any loss or damage. iss 

Section 3, paragraph 3. Limitations of time for giving notice of 
and filing claims, and for institution of suits. 

Section 4. Payment of charges. 

Section 5. Duties required of shippers of live stock in respect of 
loading, unloading, care in transit, furnishing of bedding and ap- 
pliances, giving notice of injury, etc. 

Section 6. Water carriers’ exemptions. 


No order is made setting a time by which the carriers 
are expected to publish the two forms attached to the order. 
The Commission expects them to act as soon as possible. If 
any party to the case feels aggrieved, the report said, over the 
delay, he may bring the matter to the attention of the Com- 
mission with a view to having the Commission act. 


EXPORT BILL OF LADING 


The Commission’s report, on further hearing on No. 4844 
(the bill of lading case) on the export bill phase of the matter, 
written by Commissioner Hall, opinion No. 7230, 64 I. C. C. 347- 
6, and at least one absolutely essential appendix, is an attempt 
by the Commission to give force to section 25 of the interstate 
commerce law, which was added to it by the transportation act. 
That section requires the railroad company, when traffic is de- 


livered to it for transportation by vessel, to issue a bill of lad- 
ing setting forth the terms and conditions upon which the prop- 
erty is to be transported. By implication, but not by direct 
grant, the section confers jurisdiction on the Commission to 
regulate ships of American registry, engaged in foreign com- 
merce, differing from the jurisdiction that has been conferred 
on the Shipping Board by the shipping act of 1916. 

When the Commission, under the law as it stood before the 
enactment of section 25, undertook to prescribe a “uniform 
through export bill of lading” to be issued by the carriers plainly 
subject to its jurisdiction, the Alaska Steamship Company at- 
tacked the validity of the bill that was issued. While the case 
was in the Supreme Court of the United States Congress enacted 
section 25. Therefore the court said the case had become moot 
and dismissed it. 

Thereupon the Commission tried again and the report put 
out December 2 is its effort to comply with the statute. The form 
prescribed, and designated as appendix D, in a broad way of 
speaking, is a document prepared in conference of railroads, 
Shipping Board, shippers and ocean lines. The railroads, the 
Shipping Board and the ocean lines conferred with the Com- 
mission notwithstanding the fact that they either flatly denied 
or questioned the jurisdiction of the Commission. They did not 
make their jurisdictional questions clear, but the inference of 
the officials of the Commission who participated in the conferences 
and hearings was that they did not question the power of Con- 
gress to require the issuance of through export bills of lading, 
but. that. Congress had not really conferred the power so to do 
upon the Commission. 

After stating the facts about the challenge of jurisdiction, 
Commissioner Hall called attention to what the Commission had 
said on that point in its first report. Mr. Hall said the intent 
of Congress to require a uniform through export bill of lading, 
and to have the Commission prescribe the terms thereof, seemed 
clear. The eastern railroads. contended that the power of the 
Commission was confined -to the “form” of the bill; that is to 
say, to the color of the paper to be used, its size and the sty!e 
of type to be used. But Mr. Hall called attention to the fact 
that the eastern carriers, in a place other than the argument 
they based on that narrow construction of the word “form,” 
attached a broader meaning to that word. He gave it as the 
opinion of the Commission that the language of the section 
covers the terms and tenor of the instrument, and that the power 
to prescribe a bill is adequate and complete to cover the trans- 
portation until delivery of the property of the ocean carrier. 

The bill approved and carried in the report as appendix D 
is in four parts. The first is the general terms used to set forth 
the fact that property has been received for transportation. 
Heretofore that has generally been called the face of the bill, 
but inasmuch as the whole bill is hereafter to be printed on only 
one side of the paper, that language is not adequate to describe 
the general terms. 


The part with respect to the service of the carrier to the 
port is designated the first part, the real first part being the 
face. The part relating to the service after delivery to the first 
port, and until delivery to the second port, is designated as part 
two, and covers the terms and conditions upon which the first 
water carrier undertakes to perform service. 


The part designated as three, which is really the fourth, 
covers that part of the service, if any, rendered by the carrier 
beyond the second port, as, for instance, carriage by railroad 
or railroad and barge, from Liverpool to London, of a shipment 
that has been hauled by rail from an interior point in the United 
States. 


In prescribing the bill, the Commission proceeded upon the 
assumption that, even if it did not have the power to require 
railroads and ocean, lines to link up as joint undertakers, Con- 
gress had empowered it to say that, in the event a contract is 
made for such a joint undertaking, it shall be in accordance 
with the terms of the bill approved and carried in appendix D. 

Broadly speaking, the new form is like the one which was 
attacked in the courts, modified so as to conform with the views 
of ocean carriers as to what would not be unreasonable for 
them to engage to do. 

Steamship lines tried hard to preserve the right to make 
property subject to their port bills of lading, thereby leaving 
unchanged the conditions upon which property is transported on 
so-called through export bills of lading. The Commission, however, 
inserted a clause, No. 14, in part IJ, saying that the property 
transported should be subject to all conditions, “not inconsist- 
ent herewith” expressed in the regular form of port bill of 
lading in use by the steamship company on the date of the 
execution of the bill, and “on file in accordance with the rules 
and regulations of the United States Shipping Board and/or 
the Interstate Commerce Commission.” 
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The bill prescribed, to be effective not later than February 
15,it has been figured, can be used extensively so long as there 
is more vessel space than tonnage offering for it. The law 
requires the railroad, when a shipper in the interior inquires 
about rates to a foreign country, to make inquiry of its ocean 
connections for space and rates. If the ocean carrier gives 
such information, the railroad takes it back to the shipper. If 
he makes a “firm” acceptance of the space and rate, then it 
will become of the duty of the railroad to issue a bill of lading 
in accordance with the terms of appendix D, thereby creating 
a contractual relation between the consignor and all the parties 
to tke undertaking. 

In law the undertaking will not impose a joint liability. 
The liability will be several, but terms of only one document, 
namely, this bill of lading, will govern, except where there may 
be conditions in the port bill not inconsistent with the through 
bill. The assumption on which the bill is drawn is that there 
will be rail and ocean carriers ready to join in an undertaking 
to carry from an interior point in the United States to a for- 
eign port or to a point in the interior of the foreign country. 
Were the ocean lines to all decline to do business with the 
railroads on the basis of the uniform bill of lading prescribed 
in this report, they might defeat the intention of Congress. 

However, those who have participated in the conference 
and hearings resulting in the creation of the bill believe the 
ocean carriers will not invite, by such action, more drastic 
legislation by Congress, legislation which would impose con- 
ditions on even foreign-flag ships desiring to enter American 
ports. 

It is assumed that foreign-flag ships will use the bill be- 
cause it will be more desirable from the point of view of shippers 
than their own bills and they will have to use it to obtain 
business. 


RELATIONS WITH INDUSTRIAL ROADS 


The Commission, speaking through Commissioner Daniels, 
in a report on No. 11378, Oliver Iron & Steel Co. vs. Pittsburgh 
& Lake Erie et al., opinion No. 7248, 64 I. C. C. 447-51, has made 
another effort to deal with a situation caused by the act of the 
trunk lines in cancelling, on April 1, 1914, the arrangements 
they had had up to that time with the industrial railroads. The 
trunk lines cancelled those arrangements in compliance with 
» the Commission’s decision in Industrial Railways Case, 29 I. C. C., 
212. The broken relations continued for about a year when 
some effort was made to repair the damage done under that 
industrial railways case because of the Supreme Court’s deci- 
sion in the tap line case. 

At the time the relations were broken the Pennsylvania and 
the Pittsburgh & Lake Erie, under contracts with the Allegheny 
& South Side Railroad, paid that railroad to switch for them not 
only to the Oliver plant but to the plant of about a dozen other 
industries located along the trunk lines and its own rails. The 
Pittsburgh & Lake Erie paid the cost of the services performed 
for it and the Pennsylvania paid $1 per loaded car for the serv- 
ices. These contracts were cancelled on April 1, 1914, but the 
Allegheny & South Side continued to perform the switching and 
spotting. In December, 1914, the trunk lines entered into new 
contracts with the Allegheny & South Side, retroactive to April 
1, 1914. They provided for a continuance of switching by the 
Allegheny & South Side between the interchange tracks and all 
patrons of the trunk lines between Third and Twenty-First 
Streets. The trunk lines agreed to pay the actual cost of the 
service, except that the industrial road was not to move for or 
to be paid by the trunk lines for the movement of cars between 
interchange tracks and the points of placement in the Oliver 
plant. While the industrial railroad continued to perform this 
service to the Oliver plant as before no compensation was paid 
by the trunk lines after April 1, 1914, until June 1, 1917, when 
tariffs were made effective pursuant to agreements granting, 
according to the language of the report “to complainant an allow- 
ance on the basis of the actual cost of the service but not to 
exceed 97 cents per loaded car. 

In 62, I. C. C. 248, decided since the filing of this complaint 
the Commission held that the Allegheny & South Side was not, 
and is not a common carrier and ordered its tariffs on file with it 
to be cancelled. 

At the hearing in this case the Pennsylvania conceded that 
it was its duty to receive and to deliver freight at the Oliver 
plant as well as at the other plants served by the Allegheny & 
South Side; that the interchange performed by the Allegheny & 
South Side to and from the Oliver plant was substantially the 
same as that performed by the industrial railroad to and from 
the other industry; and that the only reason for the cancellation 
of the original allowance was the Commission’s decision in the 
industrial railways case which the Pennsylvania considered to 
hold such allowances unlawful until the Commission issued its 
supplemental report so as to make its decision conform with 
the Supreme Court’s decision in the tap line case. 

The Pittsburgh & Lake Erie said that the Oliver plant was 
larger and its delivery tracks more complicated than those of 
other industries served by the Allegheny & South Side and that 
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the operation by the Oliver company of narrow gauge tracks 
in its plants would interfere with the movement of trunk line 
power in switching at the Oliver plant. It was conceded by the 
witness for that company, however, that there had been no sub- 
stantial change in the operation of the Oliver plant since 1910. 

At the conclusion of the hearing the trunk lines made their 
customary offer to perform the terminal switching and spotting 
at the Oliver plant provided they were permitted to do so under 
their exclusive direction and control without interference from 
the complainant or until interference was met if the Commission 
should find that it was their legal duty to do so. 

The Oliver company said that that was an impossible offer 
because the trunk lines could not carry it out without using the 
delivery tracks leased by the Oliver company to the Allegheny 
& South Side. As to that Commissioner Daniels said that what- 
ever transportation service a carrier is legally obliged. to render 
it has the right to perform for itself. He ignored the Allegheny 
& South Side which the state of Pennsylvania recognizes as a 
common carrier by saying that “if complainant elects to accept 
the above offer (which would involve the use by the trunk lines 
of the property of the Allegheny & South Sidé) the trunk lines 
should perform the terminal switching and spotting at com- 
plainant’s plant without charge in addition to the line haul rates, 
but if complainant is unwilling to accept the offer we do not see 
how we can require the trunk lines to increase the compensa- 
tion paid for a service which they are not permitted to perform 
for themselves.” 

The Commission’s finding was that the defendants had failed 
to justify the increased charges resulting from their cessation 
to pay an allowance to the Oliver company or its industrial line 
and that the increased charges were unreasonable; that their 
failure to make such an allowance had not been shown to have 
subjected complainant to undue prejudice and disadvantage by 
reason of uncertainty as to whether its competitors in the Pitts- 
burgh district were similarly circumstanced as to operating 
conditions; that the Oliver company had been damaged to the 
extent of the cost of such service and that it was entitled to 
reparation with interest in an amount equal to the cost of such 
services performed in connection with interstate shipments on 
which the delivery was effected on or after February, 1916, the 
earliest date within the period of the statute of limitations and 
on or before May 31-, 1917. The amount of the reparation will 
have to be ascertained by a check of the freight bills. 


FRANCHISE INTERURBAN RATES 


With Commissioners Aitchison, Eastman, Potter and Camp- 
bell dissenting, the Commission, in a report on No. 12092, Ohio 
and Pennsylvania rates, fares and charges, opinion No. 7262, 
64 I. C. C. 517-525, has again condemned franchise-made rates 
on Ohio and Pennsylvania interurban electrics. The intrastate 
fares, with exceptions and reservations, are to be displaced 
not later than January 6, by rates on the basis of those which 
the Steubenville, East Liverpool & Beaver Valley Traction Com- 
pany has on file with the federal body. 

That company complained that the rates, fares and charges 
held in effect in Ohio, by orders of the Ohio commission, and 
the franchises of the municipalities which gave the companies 
the right to establish the lines in their streets with which the 
interurban parts of the lines now connect, caused undue preju- 
dice against interstate passengers and undue preference for 
intrastate passengers and communities. 

As in other cases of a similar nature, the jurisdictional 
question was raised in this one. The Commission held, as in 
the city of East Liverpool case, 51 I. C. C. 563, that it had juris- 
diction. It distinguished this case from the Omaha and Council 
Bluffs bridge case, 230 U. S. 324, on the ground that the traction 
service over the Omaha bridge admittedly was purely a street 
railway service, but that the service between cities in Ohio, 
Pennsylvania and West Virginia involved in this case was of 
the kind Congress can and did intend to regulate. 


In this case the Commission discussed the issues more fully 
than in some of the other interurban cases. In its discussion 
of this case it said: 


J Evidence offered by the Ohio municipalities shows that cer- 
tain relief has been offered to the traction company, but that the 
company has refused to accept it. The traction company shows 
that whatever relief has been offered has always been accom- 
panied with such further restrictions as to make its acceptance 
of doubtful value; and, that, as a result of the interlocking nature 
of the franchises and ordinances of the different municipalities, 


it is practically impossible to get them in agreement on any 
measure of relief. 


It is contended by the municipalities (a) that jurisdiction does 
not lie in this Commission to alter the fares fixed by ordinance 
or franchise; and (b) that the merger of electric railways origi- 
nally performing purely intrastate and principally city street-car 
service into the present operating company does not change their 
original status. As to the latter contention, it is sufficient to say 
that whatever may have been the original service afforded by the 
respective railways at the time of the merger, the traction com- 
pany now is carrying on much more than a street-railway busi- 
ness. In its interurban operations it now assumes the status of 
an electric railway, and as such it is engaged in interstate trans- 
portation. 

As to the first contention: There is not encountered here the 
usual assumption on the part of the state of jurisdiction over such 
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service, the state of Ohio not having withdrawn from municipali- 
ties the franchise privilege and power over highways. There is 


encountered, however, an exceptional assumption of extraterri- 
torial jurisdiction by municipalities. While under the Omaha 
street-railway decision, Omaha & C. B. St. Ry. Co. vs. Interstate 
Commerce Commission, 230 U. S., 324, it may consistently be argued 


that this Commission has no jurisdiction over a city street-car 
line and may not impose rates and conditions for local service 
other than those stipulated in a franchise, it is not seriously to be 
contended that the federal government in its efforts to maintain 
facilities of interstate communication and to prevent discrimina- 
tion is to be prevented by municipalities which, in franchises in- 
volving the use of their local streets, assume to regulate the rates 
to be charged to and between other cities: and particularly when 
such franchises impose rate which, under present conditions, ob- 
viously are unjust and which menace maintenance of interstate 
transportation facilities and service. 

We are not satisfied on this record that we are warranted in 
disturbing the intrastate basis of fares now in effect on peti- 
tioner’s branch or city lines, nor are we convinced that the 
issuance of transfers as now in effect intrastate is unreasonable 
in connection with fares for interstate travel, provided, however, 
that such transfers to the interurban line between Vanport and 
Steubenville, or to local cars operating between State Line and 
Woosters, should be valid for transportation over one zone only. 





DEMURRAGE CHARGES ON LUMBER 


A finding of illegality and an order of reparation for $228 
demurrage on two cars of lumber, from Lukens, Fla., to Twenty- 
Ninth Street and Liberty Avenue, Pittsburgh, have been entered 
in No. 11188, Sterling Lumber Co. vs. Director-General et al., 
opinion No. 7241, 64 I. C. C. 482-4. 

The complainant shipped the lumber in April, 1918. The 
pills of lading showed the delivery point in Pittsburgh, to which 
the cars could have been taken either by the B. & O. or the 
Pennsylvania. The Seaboard Air Line, the originating carrier, 
omitted the station from the waybill. The Pennsylvania, hav- 
ing no definite instructions as to point of delivery, took the cars 
to its Thirty-third Street station. Its agent called up a box 
company which theretofore had received lumber from the com- 
plainant. The box company, said it had an invoice for the cars 
but no order on the Pennsylvania for their delivery. The agent 
refused to deliver the cars to the box company. Instead he wrote 
to the complainant’s Philadelphia office. The complainant, with- 
out delay, said that the bill of lading called for delivery at the 
Twenty-ninth Street station, and at the same time gave instruc- 
tions to have the cars sent to the destination shown in the bill 
of lading. 

The Commission, in its report, said the Pennsylvania could 
not show that it had sent notices of arrival to anybody, nor had 
the Seaboard explained why it omitted from the waybill the 
name of the station at which delivery was to be tendered. There- 
fore the Commission held that no demurrage could be legally 
assessed until after the expiration of free time after the first 7 
A. M. after the execution of the disposition order, receipt of 
which was delayed, through the failure of the Seaboard to in- 
clude the station name in the waybill, and second because the 
Pennsylvania could not show that it had mailed notice of arrival. 


Some demurrage accrued, but nothing like the amount assessed 
against the lumber. 





RATE ON FINE COAL 

The Commission has dismissed No. 11780, Consolidated Coal 
Company of St. Louis vs. Director-General, as agent, opinion No. 
7266, 64 I. C. C. 536-8, holding that a rate of $1.90 on fine’ coal 
from Mount Olive and Staunton, IIl., to Kansas City, imposed 
on 339 carloads moving over the Wabash between August 21, 
1919 and February 6, 1920, was not unreasonable and that the 
complainant had not shown itself to have been damaged by the 
fact that a rate of $1.70 was contemporaneously in effect over 
the Alton or that General Order No. 28 required the maintenance 
of the difference of ten cents per ton, Wabash over Alton. On 
February 6, 1920, the Railroad Administration reestablished the 
differential relationship that had existed in the rates on fine 
coal on those roads since 1916, in which year the Alton “started 
something” by cutting the rate on fine coal to $1.25. ‘The Wabash 
met the Alton’s rates on the prepared sizes but declined to cut 
the rate on fine coal below $1.35. That difference of ten cents, 
Wabash over Alton, was in effect when General Order No. 28 
became operative. The Commission said the complainant offered 
ho testimony to show that the $1.90 rate was intrinsically un- 
reasonable, but rested its case entirely upon the alleged mis- 
mterpretation of General Order No. 28, a method of making 
a case which has never appealed to the Commission. 


RATINGS ON SPEEDOMETERS, ETC. 


New and lower classification ratings on automobile speed- 
Ometers, speedometer heads, and speedometer connections are 
to be put into effect in the west not later than February 27, in 
Compliance with the Commission’s order in No. 11669, Stewart- 
Warner Speedometer Corporation et al. vs. Chicago & North 
Western et al., opinion No. 7268, 64 I. C. C. 541-4. The Com- 
Mission held the ratings and commodity rates unreasonable and 
awarded reparation. The Commission found the rating on com- 
plete speedometers and speedometer heads in carloads, in west- 
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ern classification, was not, and is not unreasonable, but that 
the rates from Chicago to San Diego, Les Angeles, Oakland, 
San Francisco, Portland, and Seattle, and the classification rat- 
ings assailed, were, are, and will be unreasonable to the extent 
that they exceeded, exceed, or may exceed class rates contem- 
poraneously maintained from and to the same points and class- 
ification ratings as follows: on complete speedometers or 
speedometer heads, in boxes, in less than carloads, first-class 
rates and ratings; and on speedometer connections, consisting 
of brackets, clamps, gear wheels, shafts, shaft tubes, or swivel 
joints, in boxes, in less than carloads, second-class rates and 
ratings, and in carloads, third-class rates and ratings. 


INCREASES ON LUMBER 


The Commission, in a report on'l. and S. No. 1378 (mimeo- 
graphed without opinion or page numbers) has held as not jus- 
tified schedules effecting increases in rates on lumber and lum- 
ber products from southeastern territory to local points on the 
Norfolk & Western. The schedules which were to have become 
effective August 15 proposed to make ineffective the intermedi- 
ate clause in Glenn’s I. C. C. No. A-192 as to lumber to local 
points on the Norfolk & Western. The intermediate clause ap- 
plies now to local points between Roanoke, Va., and Hagerstown, 
Md., and between Roanoke and Norfolk, Va. On traffic from 
points in Georgia, Florida, Alabama, a part of Tennessee, and 
from points in Mississippi east of the Mobile & Ohio. to Virginia 
cities and to certain points on the Norfolk & Western, but not 
the local points. 

The Norfolk & Western contended that the intermediate 
clause was published through error, as long ago as 1912. It said 
that Chesapeake & Ohio, Virginia, and Baltimore & Ohio con- 
struct their rates to local points in Virginia by combination and 
it desired to do likewise. The protesting lumber companies 
pointed out that the change in rates resulting from cancellation 
would be from 1 to 3 cents and such an increase would be dis- 
astrous to them. 





PACKING, ETC., OF DECIDUOUS FRUITS 


No testimony in justification having been presented and 
the only information given the Commission being a letter from 
the Transcontinental Freight Bureau, the Commission has made 
a finding of no justification in I. and S. No. 1414, Packing Re- 
quirements, Estimated Weights, and Weighing of Eastbound 
Transcontinental Deciduous Fresh Fruits, opinion No. 7267, 64 
I. C. C. 539-40. The suspended schedules are to be cancelled on 
or before January 30. 

The suspended schedules provided for standard railroad con- 
tainers for deciduous fruits, which when used would bring into 
operation estimated weights set forth in the schedules. Ship- 
ments in other than the proposed standard containers, the 
schedules provided, would be shipped at “actual” weights, ascer- 
tained on five packages in a lot, and then the average of the 
five to be applied to the rest of the packages in the shipment. 

In disposing of the matter the Commission said that as 
some species of a particular kind weigh more than others, it 
followed that some packages with ends slightly under the thick- 
ness proposed to be prescribed, though adequate, under the pro- 
posed regulations, would weigh more than others. Irregular 
packages of heavier fruit would thus be subjected to a higher 
charge, the Commission said, because of excess over the esti- 
mated weight specified in the tariff. 


ESTIMATED WEIGHTS ON CRUDE OIL 


The eastern lines having made no effort to justify their pro- 
posal, the Commission has held as not justified the proposed 
change in the estimated weight of crude petroleum, from Texas 
points of origin to points east of the Mississippi, from 6.6 to 7.4 
pounds per gallon. It has, therefore, ordered the carriers to can- 
cel the schedules suspended in I. and S. No. 1374, estimated 
weight of petroleum crude oil from Texas, opinion No. 7269, 64 
i. C. C. 545. The respondent railroads did not appear. 

The proposal was made on behalf of all railroads east of the 
Mississippi, except the Baltimore & Ohio Southwestern. All 
lines east of the Mississippi, except that one, for years have been 
carrying crude oil at an estimated weight of 6.6 pounds per gal- 
lon. The exceptional line has been using 7.4 pounds, which is 
the estimated weight used west of the river. 

Had the Commission allowed the undefended schedules to 
become operative, the effect would have been an increase of rates 
on oil originating in Texas destined to points east of the Mis- 
sissippi, without a corresponding increase in rates from the 
mid-continent field. . 

No explanation was made as to the reason for failure on the 
part of the eastern lines to put in a justification for the tariffs, 
which, but for the suspension, would have become operative 
August 10. It has been suspected, however, that the abandon- 
ment of the proposal resulted from an inability of the carriers 
to agree upon a like increase in the estimated weight to be used 
on crude from the mid-continent field. 
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RATES ON BRICK 


A holding of undue prejudice and an order to remove it not 
later than February 16 has been made in No. 11317 Illinois Brick 
Company et al., vs. Pennsylvania R. R. et al., opinion No. 7220, 
64 I. C. C. 273-80, as to rates on common brick from points out- 
side the Chicago switching district to points within that district. 
The Commission said that the rates were and are not un- 
reasonable. 

A further finding was that the practice of some of the car- 
riers in refusing to absorb switching charges on common brick 
from Glen View and Deerfield, Ill., to some points in the Chicago 
switching district was not unlawful. 

The Commission’s report said that the rates for the future 
will be unduly prejudicial to the extent that those from points 
outside the district exceed ‘those from points inside the district 
by more than ten cents per ton. It held that neither the com- 
plainant nor the interveners had shown themselves entitled to 
damages as the result of the undue prejudice. 

The report also covers No. 11395 Gary Sand-Line Brick Co., 
vs. A. T. & S. F. et al., No. 11314 Builders’ Brick Co., vs. Same; 
and No. 10749 Lutter Brick Co., vs. C. M. & St P. et al. 





LIVE STOCK WEIGHTS AND RATES 


The Commission, in a report on I. and S. No. 1357, Applica- 
tion of Rate and Minimum Weight on Live Stock in Mixed Car- 
loads, opinion No. 7270, 64 I. C. C. 546-7, approved as having 
been justified a revision of the “highest rate and minimum 
weight” rule in supplement No. 1 to Leland’s I. C. C. 1450, page 
4, item 55-A, which was filed to become operative July 10, but 
suspended for investigation; also a like revision in the same rule 
carried in supplement No. 2 to the same tariff on page 5, in 
item 55-B, which was filed to become operative December 7. 

The rule now reads that the charges on such mixed car- 
loads shall be at the highest rate and minimum weight. Leland 
proposed and the Commission has agreed with him, that the 
rule should be changed so that the word “highest” shall also 
precede the word minimum, so that the phrase shall read 
“highest rate and highest minimum.” 

Leland contended that the inclusion of the word highest 
before minimum did not change the meaning of the rule. Com- 
missioner Daniels, author of the report, agreed with him. Le- 
land said it would tend, however, to make the meaning clear 
and on that ground and that only did the Commission hold 
that the change had been justified. 

The decision is specifically limited to exclude the question 
of the reasonableness of the rule in its application to mixed 
carloads of live stock,” which Commissioner Daniels said had 
been raised in Nos. 12460 and 12757. The reasonableness of a 
rule to the same general effect is the issue in No. 11699. The 
decision, he said, therefore, is wholly without prejudice to the 
issue in those complaints. 


PACKING-HOUSE PRODUCTS AND MEATS 

The Commission, in a report on No. 12014, Equity Co-op- 
erative Packing Co. vs. Director-General, as agent, condemned as 
unreasonable rates on fresh meats from Haggart, N. D., to St. 
Paul and Duluth. It held that the rates on packing-house prod- 
ucts were neither unreasonable nor otherwise unlawful. The 
report also covers sub-number 1 of this complaint, same vs. 
Northern Pacific. The Commission said that the rates on pack- 
ing-house products were unreasonable to the extent that they ex- 
ceeded 36.5 prior to August 26, 1920, and that rate plus the 35 
per cent increase after August 26, 1920. 





RATE ON FROZEN BEEF 

The Commission, in No. 11867, Morris & Co. vs. Director- 
yeneral, as agent, opinion No. 7242,, 64 I. C. C. 435-6, has held 
unreasonable (and awarded reparation) the rate on frozen beef 
from Columbus, O., to New York, on shipments made in February 
and March, 1918. The governmental committee in charge of the 
routing of the shipments sent them over routes calling for rates 
higher than over the cheapest route. The routing was made, not 
for the benefit of the shipper, but for the benefit of the Railroad 
Administration. The Commission held the rates imposed to be 


unreasonable to the extent that they exceeded 36.5 cents per 100 
pounds. 


, RATE ON CEREALS 

An order of dismissal has been entered in No. 11660, Traffic 
Bureau of the Chamber of Commerce of Phoenix, Ariz., et al. 
vs. Abilene & Southern et al., opinion No. 7249, 64 I. C, C. 452-6, 
holding that the rates on cereals, C. L., from El Paso and defined 
territorial groups to Phoenix, Tempe and Mesa, Ariz., are not 
unreasonable or otherwise unlawful. The Commission denied 
the prayer of the complainants for the establishment of through 
routes and joint rates on cereals from El Paso via the Southern 
Pacific System through Phoenix to points on the Santa Fe be- 
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tween Phoenix and Mojave, and points on both the Santa Fe and 
Southern Pacific beyond Mojave. 


COAL, UTAH TO WASHINGTON 


A finding of undue prejudice with an order to remove it not 
later than February 24 has been made in No. 11609, Edwards & 
Bradford Lumber Co, vs. Denver & Rio Grande et al., opinion 
No. 7258, 64 I. C. C. 503-6, as to the rates on coal from Kenijl- 
worth, Utah, to Hillyard, Wash, The Commission said that the rate 
was unduly prejudicial to the extent that it exceeded by more 
than 10 cents per ton in the past, or may exceed by more than 
12% cents for the future, the contemporaneous rate from Kenil- 
worth to Spokane. 





RATES ON TANKS AND LUMBER 


In a report on No. 11842, General Iron Works vs. C. C. ¢, 
& St. L. et al., opinion No. 7265, 64 I. C. C. 532-6, the Commission 
held that the rates on knocked down iron and steel tanks and 
second-hand lumber from oil producing points in Oklahoma and 
Texas to oil territory in Louisiana between November, 1919, and 
March, 1920, both inclusive, were not unreasonable or otherwise 
unlawful. It held that the rate on knocked down iron and steel 
tanks from Elmwood Place and Ivorydale, O., to Gahagan, La., 
was unreasonable and will be unreasonable for the future to the 
extent that it exceeded or may exceed the aggregate of inter- 
mediates. It awarded reparation to that basis. 





DEMURRAGE ON FROZEN SAND 


In a report on No. 12168, Hamilton Foundry & Machine 
Co. vs. Director-General, as agent, opinion No. 7244, 64 I. C. C. 
439-40, the Commission has dismissed the complaint, holding 
that demurrage charges at Hamilton, O., on cars of- sand arriv- 
ing in frozen condition were legally assessed and not unrea- 
sonable or otherwise unlawful. The Commission said written 
statements of the frozen condition of the sand were not served 
upon defendant’s agent under section A of rule 8 of the na- 
tional demurrage code and under which the complainant claimed 
that no demurrage should have been collected. 





STRAW BRAID AND HEMP BRAID 


The Commission has dismissed the complaint in No. 11187, 
Henry W. Peabody & Co. vs. Director-General, as agent, C. M. 
& St. P. et al., opinion No. 7240, 64 I. C. C. 429-31, on the ground 
that rates on imported straw braid and hemp braid, in less- 
than-carload lots, from Seattle and Tacoma, Wash., and San 
Francisco, Calif., to New York, N. Y., and Chicago, Ill., during 
July and August, 1918, were not unreasonable or unduly preju- 
dicial. The report also embraces No. 11187, sub-No. 1, S. W. 
Bridges & Co. et al. vs. Director-General, as agent. The Com- 
mission said the rates in question had been considered by it 
in American Trading Co. vs. Director-General, 60 I. C. C. 278, 
and found not to have been unreasonable or unjustly discrimi- 
natory. 





RATE ON LIME ROCK 
The Commission has dismissed No. 11189, Pacific Portland 
Cement Co., Consolidated, vs. Southern Pacific et al., opinion 
No. 7259, 64 I. C. C. 507-11, holding that the rate on lime rock, 
from Flint to Tolenas, Calif., during federal control, was not un- 
reasonable. 





SWITCHING AT CHICAGO 

A holding of justification has been made in I. and S. No. 
1361, Switching Between Connectng Lines and C. & E. I. Team 
Tracks at Chicago, opinion No. 7257, 64 I. C. C. 500-2, and the 
proceeding has been vacated. The Chicago & Eastern Illinois 
proposed increasing the switching charges and the minimum 
weight on all carload freight except certain competitive traffic 
in butter, eggs, poultry and game between its team tracks and 
junction with connecting lines, so as to bring them up to the 
level of some of the trunk lines, although not to as high a level 


as the lines having the highest charges. 





RATE ON SCRAP IRON 
Although finding that the published through rate of 64 cents 
on scrap iron from Sidney, Mont., to Tacoma, Wash., in July, 
1917, was unlawful and unreasonable to the extent that it ex- 
ceeded 57 cents, the Commission, in a report on No. 12135, Joseph 
Sussman, doing business under the name of Tacoma Junk Co., 
vs. Northern Pacific, opinion No. 7228, 64 I. C. C. 305, has dis 
missed the complaint and denied reparation because of failure 
of Sussman to prove that he paid the charges. 


RATE ON MYROBALANS 
In a report on No. 12249, Pfeister & Vogel Leather Co. VS. 
Director-General, as agent, Lehigh Valley et al. opinion No. 
7243, 64 I. C. C., 437-8, the Commission has dismissed the com 
plaint on a finding that rates to Sheboygan, Mich., on myroba- 
lans from New York, N. Y., and Philadelphia, Pa., and on bark 
extract from New York, N. Y., were not unreasonable or other- 
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wise unlawful. Refund of overcharges on certain of the ship- 
ments was directed. 


CHARGES ON FUEL OIL 


The Commission has dismissed the complaint in No. 12191, 
st. Tammany Ice & Manufacturing Co., Ltd., vs. Director-General, 
as agent, opinion No. 7255, 64 I. C. C., 491-2, on a finding that 
charges collected on fuel oil from Destrehan, La., to Covington, 
La., between June 6, 1919, and February 5, 1920, were not un- 
reasonable or unduly prejudicial. 





SAND AND GRAVEL AT INDIANAPOLIS 


An award of reparation has been made by the Commission 
in No. 11819, Citizens Gas Co. vs. Director-General as agent, 
opinion No. 7250, 64 I. C. C., 457-60, on a holding that charges 
during the period from June 25, 1918, to January 21, 1919, both 
inclusive, for the movement of sand and gravel within the switch- 
ing limits of Indianapolis, Ind., were unreasonable to the ex- 
tent that they exceeded 20 cents per ton plus $2.50 per car. 





RATE ON COKE 


The complaint has been dismissed by the Commission in No. 
12141, Mississippi Valley Iron Co. vs. C. B. & Q., and Director- 
General, as agent, opinion No. 7245, 64 I. C. C. 441-2, on a finding 
that the applicable combination commodity rate of $4.80 per net 
ton on coke from St. Paul, Minn., to St. Louis, Mo., in October, 
1918, was not unreasonable. The Commission said a specific 
commodity rate of $2.90 was contemporaneously in effect in the 
opposite direction, and that after the shipments moved, at the re- 
quest of the complainant, the $2.90 rate was established from St. 
Paul to St. Louis, effective October 10, 1918. The voluntary re- 
duction or the existence of the lower rate in the opposite direc- 


tion were not sufficient to warrant a finding of unreasonableness, 
the Commission said. 





RATES ON IRON TANKS 
The Commission has dismissed No, 12054, Pure Oil Co. 
vs. M. K. & T. et al., opinion No. 7247, 64 I. C. C. 444-6, hold- 
ing that rates on iron tanks, knocked down, from Cushing, 
Okla., to Central City, O., and Morgantown, W. Va., assessed 
on shipments made in July, 1919, were not unreasonable or 





FORE RIVER R. R. A COMMON CARRIER 


In a proposed report on No. 12477, Massachusetts Oil Refin- 
ing Co. vs. Boston & Albany et al., Examiner Peter C. Paulson 
recommended that the Commission hold that the Fore River 
Railroad Corporation, extending from the New Haven tracks 
through the Fore River. plant of the Bethlehem Shipbuilding 
Corporation to the plant of the complainant at East Braintree, 
Mass., is a common carrier and entitled to through route and 
joint rate arrangements with the New Haven. It was neces- 
sary to consider the status of the Fore River Railroad because, 
according to the view of the New Haven, it is a plant facility 
notwithstanding the facts that for years the Commission had 
to jog it up to file reports and tariffs because it was participating 
in interstate commerce, and that the public service commission 
of Massachussetts persuaded it to take out a charter under the 
general railroad law of the state so that it could develop wharves 
and other water front facilities at East Braintree. 

Paulson recommended a holding that the rates on refined 
petroleum products, from the refinery of the complainant, mainly 
to New England destinations were and are unreasonable to the 
extent that they exceeded the mileage scale basis in effect 
from Providence, R. I., and other points at which competitors of 
the complainant do their shipping. 

As to fuel oil, Paulson said the Commission should hold 
that the rates are neither unreasonable nor unduly prejudicial. 
He said that reparation should be made to the basis indicated. 
At present the rates paid by the complainant are the mileage 
Scale rates on petroleum in effect upon New England roads gen- 
erally, plus the two cent local rate of Fore River Railroad 
erally, plus the two cent local rate of the Fore River railroad 
however, oppose the fight made by the complainant for through 
Toute and joint, rate arrangements. 


RATES ON SUGAR 


Because there is no regularity of movement of sugar from 
Seattle, refined at some other point, and because the sugar pro- 
duced at the refineries in the interior of Washington is small 
mM quantity and marketed locally, Attorney-Examiner Arthur R. 
Mackley is of the opinion that Seattle and the interior of Wash- 
igton are not entitled to as favorable an adjustment of rates 
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otherwise unlawful. A combination of fifth class rates, amount- 
ing to $1.05, was used. The complainant contended that there 
should have been a commodity rate to cover shipments of tanks 
and things like that from dismantled oil refineries lower than 
the class rates. The Commission, however, applied the sporadic 
shipment principle and held that there was nothing wrong with 
the application of the class rates. 


RATES ON LUMBER IN NEW YORK 


In a report on I. and S, No. 1399, lumber from North Tona- 
wanda to Canandaigua, both points in New York, opinion No. 
7264, 64 I. C. C. 530-1, the Commission has condemned the pro- 
posed cancellation of a commodity rate of 12.5 cents on lumber, 
moving over a route composed of the Lehigh Valley and the 
Pennsylvania, via Elmira, N. Y., 261 miles long. The carriers 
did not put in an appearance at the hearing and made no effort 
to justify the attempt to bring into operation the sixth class 
rate of 14.5 cents in that way. 

Over the direct route of the New York Central, a distance 
of 86 miles, the sixth class rate of 14.5 cents is in effect. One 
of the objections to the proposed cancellation found by the 
Commission was that it would have caused a fourth section 
violation, because the 12.5-cent rate is in effect from points near 
North Tonawanda over routes through that point. 











SAND AND GRAVEL FROM MICH. CITY 


The Commission, in.a report on I. & S. No. 1871, Sand and 
Gravel from Michigan City, Ind., to Johnstown-Connellsville ter- 
ritory, opinion No. 7260, 64 I. C. C. 512-15, has held as justified 
proposed increased rates on sand and gravel from the points of 
origin to the destinations mentioned. It has vacated its order 
of suspension dated July 29, as of December 20. 





LUMBER TO SELMA 

The Commission, in a report on I. and 8S. No. 1373, Lumber to 
Selma from Alabama & North Western R. R. points, has held 
that the proposed increased rates on lumber and articles taking 
lumber rates, from points on the Alabama & North Western to 
Selma, had not been justified and that the suspended schedules 
should be suspended. This decision was put out in mimeographed 
form, without opinion or page numbers. 











on sugar, to the east, as from California terminals and certain 
interior refining points in California and Oregon. That opinion 
was expressed in-a report on No. 12076, Armour & Co. Vs. 
Northern Pacific et al. He recommended dismissal of the com- 
plaint on the ground that the assessment of the full fifth class 
rates on nine carloads of cane sugar, which had been refined 
at California terminals, from Seattle to Chicago, Boston and 
Landisville, the latter in New Jersey, in October and November, 
1919, and May, 1920, was not unreasonable. 

The complainant. asked for the same basis of rates from 
Seattle and interior Washington refining points as prevails from 
California terminals, and southern Oregon. That basis is a 
combination of commodity rates to Chicago, plus the fifth class 
rates east thereof, and reparation. On the rates imposed, the 
freight charges on loads of 80,000 pounds ran close to $2,000 
per car. 

Mackley said the shipments in question were the only ones 
ever made from Seattle and that there was no assurance of any 
in the future, because .there are no refineries at Seattle. In 
this case the sugar was shipped from Seattle because of the 
shortage of sugar, and, according to Mackley, the complainant 
had to procure sugar wherever possible to preserve the fruits 
and berries assembled at the canning points to which it was 
sent. He said that to be contrasted with the occasional move- 
ments from Seattle and other non-refinery points, was the large 
tonnage moving from California refineries. In the last ten 
months of 1920, he said, the Southern Pacific alone transported 
4,443 carloads from California refinery points, to destinations 
as far east as the Indiana-Illinois line. 

In a case of that kind, he said, comparisons of car-mile and 
ton-mile earnings were not of controlling weight, if sugar prop- 
erly may move on class rates. The record, he said, did not 
warrant an order requiring the establishment of commodity rates 
from Washington refining points, nor an award of reparation 
in this case. Nor were commodity rates on sugar required, be- 
cause it was shown that there were and are commodity rates 
on other articles rated fifth class, such as canned goods, beans 
and other food products, because those commodities appear to 
move in substantial and continuous volume. 

The defendants said the adjustment from California was 
influenced by the market competition of New Orleans and New 
York, and the competition of steamship lines. Mackley said 
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there is also water competition from Seattle and apparently 
the same market competition from New Orleans and New 
York. Therefore, he said, that the amount of tonnage, in a 
given case, rather than the competition, was the main differ- 
entiating consideration. The fact that there are combinations 
on sugar from Oregon, Utah and Idaho, Mackley intimated, was 
justified, because there appeared to be a substantial movement 
of sugar from those states to the east. 





INSUFFICIENT EVIDENCE 

On the ground of insufficiency of evidence, Examiner Paul 
O. Carter has recommended the dismissal of No. 12815, West Ala- 
bama Lumber Company vs. Alabama & Vicksburg et al. The 
report also covers No. 12817, Same vs. Director-General, as agent, 
et al., and No. 12822, Same vs. Southern et al. 

The affairs of the complainant are in process of voluntary 
liquidation and the only evidence that was offered to show that 
complainant paid and bore the charges consisted of affidavits by 
one of the trustees of the lumber company. The examiner said 
such affidavits were not admissible because they deprived the 
defendants of the opportunity for cross-examination. Counsel 
for the complainant asked leave to amend the gomplaint by sub- 
stituting the names of two directors, who, under the law of Ala- 
bama, are trustees, to wind up the affairs of the corporation. 
The defendants objected to the amendment on the ground that 
all claims for reparation on shipments which moved during fed- 
eral control had to be filed prior to March 1, 1921. Such amend- 





ment would have constituted a new filing and outside this 
statute. 
RATE ON ICE 
The applicable sixth class rate of 21.5 cents, minimum 


40,000 pounds, assessed on carload shipments of ice from White 
Lake, N. Y., to Seriba, N. Y., during federal control, was un- 
reasonable to the extent that it exceeded a subsequently estab- 
lished rate of 6.5 cents, minimum 50,000 pounds, and reparation 
should be awarded to that basis, Examiner Peter C. Paulson 
proposes in a tentative report on No. 12457, W. M. Evans Dairy 
Co., Inc., vs. Director-General, as agent. 





An award of reparation has been recommended by Attorney- 
Examiner Arthur R. Mackley, in a tentative report on No. 12677, 
S. M. Bulley & Son vs. Director-General, as agent, the Galveston, 
Harrisburg & San Antonio, et al., on a finding that rates for the 
transportation of cotton from Texas points to New York, N. Y., 
stopped in transit at interior Texas points and at Galveston, 
were unreasonable. He said the Commission should find that 
the rates charged were unreasonable to the extent they exceeded 
the Galveston combinations of June 24, 1918, plus a single in- 
crease on the following day of 15 cents and a transit charge of 
3 cents, and that reparation should be made to that basis. 


CHARGES ON COPPER BULLION 


Examiner Henry C. Keene has recommended an award oi 
reparation in a tentative report on No. 12961, Arizona Copper 
Co., Ltd., vs. Director-General, as agent, Arizona & New Mexico 
et al., on a proposed finding that charges collected for the trans- 
portation of 43 cars of copper bullion from Clifton, Ariz., to 
New York, N. Y., were unreasonable to the extent that they ex- 
ceeded those which would have accrued upon the basis of tlie 
legal rate of 82.5 cents per 100 pounds and the actual weight of 
2,467,995 pounds. The shipments moved under the legal rate of 
82.5 cents, which was not in issue, based upon a minimum weight 
per car of 60,000 pounds. Each of the cars contained less than 
60,000 pounds, the examiner said, adding that the Commission 
has repeatedly held that it is unreasonable to base transportation 
charges on minimum weights to which cars are incapable of 
being loaded. . 





INDIANA COAL RATES 


Dismissal of the complaints in No. 12454, Cannelton Sewer 
Pipe Co. vs. Director-General, as agent, Southern, and sub num- 
bers 1 and 2, and in No. 12524, Indiana Cotton Mills vs. Same, 
and sub numbers 1 to 7, inclusive, has been recommended by 
Examiner Frank E. Mullen in a tentative report holding that 
rates charged for the intrastate transportation of bituminous coal 
from mines in the Boonville, Ind., district, to Huntingburg, Tell 
City, and Cannelton, Ind., during federal control, were not un- 
reasonable. 





RATING ON TRUCK CHASSES 

A first-class rating on one carload of accessories for 68 motor- 
truck chasses, shipped from Chicago to Austin, Tex., subse- 
quent to the chasses, was properly assesed, according to a tenta- 
tive report by Attorney-Examiner Arthur R. Mackley in No. 
12879, the State Highway Department of Texas vs. Director-Gen- 
eral, as agent, C. & N. W. et al., recommending dismissal of the 
complaint. The complainant contended that second or third 
class rating was applicable because the accessories were parts 
of chasses, k. d. The examiner said the articles, shipped after 
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the chasses, became a separate shipment, subject to the rating 
applicable to the highest rated article in the mixture. 


RATE ON FENCE POSTS 


Attorney-Examiner Arthur R. Mackley has recommended dis- 
missal of the complaint in No. 12685, Malcolm H. Reed vs. Direc- 
tor-General, as agent, on the ground that complainant’s conten- 
tion as to the rate applicable on a carload of cedar fence posts 
from- Hawkinsville, Tex., to Artesia, N. Mex., was not sustained, 
The complainant contended the shipment was misrouted, but the 
examiner said that while that was true the charges were assessed 
on the basis of those applicable via the route claimed. The rea- 
sonableness of the rates was not in issue. ; 





GAS AND REFINED OILS 


An order of dismissal has been recommended by Examiner 
C. I. Kephart, in a report on No, 12414, Vickers Petroleum (Co, 
vs. A. T. & S. F. et al., on a holding that the rates on gas 
and refined oils, from Oklahoma points of origin to Potwin, 
Kan., since December 31, 1918, to the date of filing the complaint, 
February 21, 1921, were not unreasonable. Since then Potwin 
has been placed in another group, so the alleged undue preju- 
dice has been removed. Kephart said reparation should be de- 
nied because the complainant had not shown itself to have been 
damaged by the alleged undue prejudice. 





ROCK, SAND AND GRAVEL 
Examiner H. W. Archer has recommended the dismissal of 
No. 12024, Arizona Packing Co. vs. Director-General, as agent, on 
a finding that the rate on rock, crushed or broken, and sand 
and gravel from Tempe to Cactus, formerly Portland, Ariz., had 
not been shown to have been unreasonable or otherwise unlawful. 





RATES ON MINE PROPS 


On the authority of other cases involving the same ques- 
tion, Examiner J. P. McGrath has recommended a finding of un- 
reasonableness and an award of reparation in No. 12836, Ball, 
Seligman & Co. vs. New York, Philadelphia & Norfolk et al., as 
to rates on mine props from points in Virginia to destinations 
in Pennsylvania because and to the extent that they exceeded, 
from January 1 to December 31, 1917, and during federal con- 
trol, 12.6 cents per 100 pounds. The chief question was as to 
whether some of the claims were barred by the statute of limi- 
tations. The Commission followed its prior rulings and said 
that the period of federal control: must be excluded in computing 
the two years prior to control. 





EXPRESS COLLECTION AND DELIVERY 

Attorney-Examiner Charles F. Gerry has advised the dis- 
missal of No. 12809, East Springfield Citizens’ Association et al. 
vs. American Railway Express, on a holding that the refusal of 
the express company to include East Springfield within the lim- 
its for free collection and delivery of express shipments to and 
from that city, was not unreasonable nor unjustly discriminatory. 
The complainants, including the Westinghouse Electric and Man- 
ufacturing Co., Rolls-Royce, Springfield Tool and other manufac- 
turing concerns that use the express service, contended that ihe 
failure was unjustly discriminatory because service was given to 
other more distant outlying parts of Springfield. The attorney- 
cxaminer called attention to the fact that the other outlying 
sections are residential, while East Springfield is industrial and 
therefore there is not such similarity of service as is necess2") 
as a foundaticn for a holding of unjust discrimination. Th 
packages from East Springfield would be heavier than to and 
from the residential sections, requiring two men per wagon in- 
stead of only one as in the residential sections. 





RATE ON CRUDE OIL 


Examiner H. W. Archer thinks the Commission should dis- 
miss No. 12212, Humble Oil & Refining Co. vs. Director-General, 
as agent, on a holding that the rate on twenty-two cars of crude 
oil, shipped in February, 1919, from Iowa Park to New Orleans, 
routed via the Trinity & Brazos Valley, was not unreasonable. A 
rate of 29-cents was assessed. Over other routes a rate of 22 
was in effect. Later the 22-cent rate became operative on the 
Trinity & Brazos Valley. The consignor, knowing that the lower 
rate was to be made effective on the Trinity & Brazos Valley. 
routed the cars that way, but was not able to change the rout- 
ing when it discovered that the lower rate would not be in effect 
until nearly a month after the shipments were made. 





FRESH FRUITS AND VEGETABLES 

A holding of unreasonableness and an award of reparation 
have been recommended by Examiner Henry C. Keene, in a re 
port on No. 12543, Arizona Copper Co., Ltd., vs. Arizona & New 
Mexico et al., as to rates on fresh fruits and vegetables, in mixed 
carloads, from Los Angeles, Casa Blanca, Pomona and Porte! 
ville, Cal., to Clifton, Ariz., moving between May 29, 1919, and 
August 17, 1921. The examiner said the Commission should hold 
the rates in question unreasonable to the extent they exceeded 
$1.39 prior to August 26, 1920, and $1.44 since that date on traffic 
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from Los Angeles and points taking the same rates; and on traf- 
fe from Porterville to Clifton to the extent that they exceeded 
$1455 prior to August 26, 1920. 


RATES ON SODA ASH 


Examiner J. P. McGrath has advised the dismissal of No. 
12778, Salem Glass Works et al. vs. Michigan Central et al., on 
a holding that the rates on soda ash, from Detroit and Wyan- 
dotte, Mich., to Salem and Millville, N. J., during federal control 
were not unreasonable or otherwise unlawful. The complain- 
ants are glass manufacturers at the two New Jersey points 
mentioned. 





RATE ON COMMON BRICK 


Examiner Henry C. Keene has recommended a holding of 
illegality of rate in a report on No. 12796, Los Angeles Press 
Brick Co. vs. Pacific Electric, Director-General, et al., and rec- 
ommended reparation. The rate which the examiner thinks 
should be held illegal was 32.5 cents on common brick from Sun- 
set, Calif.. to Clarkdale, Ariz. The examiner said the Commis- 
sion should hold that the rate* was illegal to the extent it ex- 
ceeded 31.25 cents. 


RATES ON IRON ORE TO LAKE PORTS 


Further hearing in consolidated cases No. 11074, Jones & 
Laughlin Ore Co. et al. vs. Director-General, C. M. & St. P. et al., 
and No. 12071, Adriatic Mining Co. et al. vs. C. & N. W. et al., 
which involve the rates on iron ore from producing ranges in 
Minnesota, Wisconsin and Michigan, to the upper lake ports, 
was begun before Examiner Howard Hosmer in Chicago, De- 
cember 7. At the preceding hearing continuance had been 
eranted to allow the carriers opportunity to examine the volumi- 
nous cost exhibits put in by the complainants, so that cross- 
examination of complaining witnesses could be carried out at 
the present sessions. The first day of the new hearing, however. 
was given over entirely to testimony by witnesses for interests 
on the Gogebic range, for which E. 8S. Ballard had filed a petition 
of intervention. 

At the time this petition was filed. as was brought out at 
the previous hearing, the carriers were assessing a rate of 85 
cents a ton on ore moved from mines in Gogebic territory to 
the docks at Ashland, but subsequent thereto this rate was 
increased to $1, which rate, the interveners said, had been al- 
lowed to become effective by the Commission with the expressed 
understanding that the carriers justify it at this hearing. They 
had, they said, asked the carriers to keep an account of the 
moneys collected under the newly established rate, so that, in 
case the Commission should find the 85-cent rate complained 
of unreasonable, refund could be made. Gogebic shippers said 
they thought a rate of 60 cents would be ample for the service 
performed on their ore. This rate, as well as those mentioned 
as being in effect, included dockage charges of 5 cents a ton. 

Mine executives from the Gogebic range testified as to the 
advantages of location and railroad operation which they thought 
their range possessed. They said that the average haul from 
the Gogebic range to the docks at Ashland was 54 miles via 
the Soo Line and 42 miles via the North Western, compared to 
hauls ranging from 67 to 112 miles from the Minnesota ranges 
to Duluth and 73 to 89 miles from Menominee to Escanaba, all 
of which ores pay a $1 rate. The Menominee range, it was 
said, enjoyed the advantages of its geographical location by 
having a boat rate for the cross-lake haul from 25 to 44 cents 
under the Ashland rate, from which port the full Duluth rate 
Was applied. 

W. C. Hart, general superintendent of the Wakefield mines, 
told of an attempt made, in 1916, to haul ore from the Gogebic 
range to Escanaba, a distance of 183 miles, instead of Ashland, 
its natural port, a distance of 52 miles, so as to get the lower 
boat rate and the advantage of the earlier opening of the season 
at the Escanaba docks. The movement lasted a week, he said, 
and was discontinued on account of operating difficulties, the 
line between the Gogebic range and Escanaba not having been 
built for heavy ore hauling. 

O. N. Schaus, assistant range manager, in charge of five 
Mines on the Gogebiec range, said that these mines had paid, in 
1920, a total of over a million dollars in freight charges, with 
loss and damage claims amounting to only $1,142.16. He said 
that, in addition to the 9,000,000 tons of ore hauled from the 
range during 1920, there were large quantities of coal, cement 
and other supplies hauled in, in addition to the general run 
of traffic necessary to sustain a region containing cities of con- 
Siderable size. 

Menominee producers entered into the fight at the beginning 
of the new hearing, in an attempt to preserve the present rela- 
Uonship between the two Michigan ranges. Cross-examination 
of the witnesses, by F. L. Ballard, attorney for the Menominee 
teresis, elicited statements to the effect that operating con- 
ditions on the lines between the Menominee range and Escanaba 
Were fully as favorable as those between the Gogebic and Ash- 
land. In addition, it was said, there were numerous paper and 
Umber interests along the main line into Escanaba, the move- 
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ment from and to which was largely in trainloads and took place 
during the winter, thus helping to balance the traffic. There 
was, according to C. E. Helmer, division superintendent of the 
North Western, a return movement of 12% per cent of ore cars 
loaded with coal. 

Unless the carriers reduce the rates on iron ores from pro- 
ducing ranges in Minnesota, Michigan and Wisconsin, they will 
eventually lose all the tonnage, because the steel mills will turn 
to other sources for their supplies of raw material, said John 
A. Topping, chairman of the Republic Iron & Steel Co., on the 
second day of the hearing. His statement, made in behalf 
of a majority of the complaining companies, both ore producers 
and mills, covered broadly the state of the steel business and the 
dependency of other industry on its prosperity. The depression 
in the steel industry, he said, was largely due to the burden of 
freight rates it was compelled to bear on its outbound finished 
products and on the inbound raw materials, which, he said, 
amounted to four times the tonnage of the outbound. The ore 
rate to the lake ports he characterized as the “key rate,” which 
would have to be adjusted before any move toward business im- 
provement could be begun. He said: 


In order that you may have a clear understanding of the competi- 
(ive situation, it may be stated that, as a result of raw material sup- 
plies being developed elsewhere, the country is now less dependent 
than formerly upon Lake Superior ores. This fact is clearly evidenced 
by the great growth of steel production in the east and south, and 
by the growing importance of the Pacific coast steel industry. In the 
south very large iron ore reserves exist, which can be cheaply mined 
and transported, due to the fact that coal and iron are in close 
proximity. At tide-water points high-grade fcreign ores are now 
obtainable at considerably less price than lake ores, as a result of 
developments in iron ore mining in Cuba, Chile and Brazil, which ores 
now supplement supplies heretofore obtained from Sweden, Spain and 
other points. These foreign ores promise more formidable compe- 
tition than heretofore, because of the great growth in ocean shipping, 
with its intensified competition and lower freights. 

As it takes two tons of ore to produce a ton of pig iron, and 
inasmuch as one ton of scrap is equal (for melting purposes) to a ton 
of pig iron, it will be obvious that an enormous displacement of iron 
ore by scrap iron results by the .manufacture of open hearth steel. 
This ore displacement represents not only a direct loss to the lake ore 
carriers, but also through idle blast furnaces and Bessemer steel 
works, an enormous loss to capital invested through inability to meet 
the competition of cheap scrap and the cheaper non-Bessemer ores 
found outside of the lake districts. 

In considering the business aspects of the upper lake rates of 
freight on iron ore, it is clearly evident, that mutuality of interest 
should exist between the carriers and shippers, and unless the rail- 
roads are willing to reduce the cost of transportation, many consumers 
of lake ores will be forced out of business, or compelled to seek other 
sources of supply; in other words, the railroads must abandon the 
policy heretofore followed, of éxacting all that traffic will bear, and 
adopt a policy of co-operation, for unless a policy of enlightened sel- 
fishness is adopted, many steel companies will be unable to live, and 
the carriers will lose much of this highly profitable traffic. 

As indicating to what extent the steel people have gone, with 
respect to stimulating business and traffic, in response to the demand 
for lower cost of iron and steel, 1 can state without qualification, that 
we have not only liquidated our cost of production over 40 per cent, 
but in addition thereto have liquidated all profit in production; in fact, 
most of us, or at least, those of us who are entirely dependent upon the 
common carriers for freight rate protection, are making current losses 
of such a substantial nature that capital investment is threatened 
unless quick relief is granted. 

Heretofore not only railroad executives, but the union railway 
labor leaders have all stoutly insisted upon the maintenance of war 
freights and war wages, the railroad executives claiming that railway 
freight rates could not be reduced on account of revenue necessities: 
the labor leaders maintaining that there was no necessity for liquidat- 
ing labor. The public, however, in no uncertain voice, demands a 
return to lower values in support of lower living costs, and this 
demand has been very generally met by capital and labor engaged 
outside of the transportation field, and this same public will, unques- 
tionably, insist upon capital and labor engaged in transportation mak- 
ing a generous contribution to cheaper living costs. I am gratified 
to observe that this voice has finally been heard and that a 10 per 
cent reduction in freight rates on farm products has been recom- 
mended by railway executives, which, while the amount is small, is a 
move in the right direction. 

If relief to the farmers is necessary to restore normal activity 
of farm products, and normal prosperity to the farmer, it is equally 
important to consider broad, general relief measures not only for the 
iron ore trade, but generally, the iron and steel trade, because our 
business is notably a “‘key’’ industry, and to a large extent, the 
prosperity of many other industries depends upon steel prosperity 
and steel prices. The carriers, themselves, will be enormously bene- 
fited by cheaper steel, the building trade, now stagnated, will be 
quickened into greater activity, and the makers of agricultural 
machinery, whose plants are now mostly idle because the farmers 
demand cheaper machinery, will be enabled to resume operations on a 
lower cost basis, and many other industries dependent upon iron and 
steel likewise stimulated into greater activity. On the other hand, 
unless rail freight reductions are made, iron and steel prices must 
be advanced, because we cannot indefinitely conduct our operations at 
a loss, as we are now doing. 

Shippers generally realize that cost of conducting transportation 
is abnormal and must be liquidated, otherwise, normal freights cannot 
be re-established. We also believe, however, that the railroads should 
not delay a start towards ‘‘normalcy,’”’ but should immediately revise 
their commodity schedules as much as possible. If this revision 
involves wage reductions, make them effective, as lower wages gen- 
erally prevail in all trades, as a result of lower living costs and rail- 
way labor should not be exempt. ° 

The Adamson law, as a war measure, may have been justified, 
but is it justified as a peace measure, for it is well-known that the 
effect of this law has been to establish a basic eight-hour day, rather 
than eight hours of work. and as a result, does not shorten the day’s 
work but does lengthen the day’s pay. 


Mr. Topping said, on cross-examination, that at the present 
price, of foreign ores, Lake Superior ore could not be sold, even 
as far west as Reading, at a price that would yield more than 
half its cost of production. 


Among the other witnesses on the second day, which in- 
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cluded several executives who corroborated Topping’s testimony, 
was Dr. C. K. Leith, geologist of the University of Wisconsin and 
minerological adviser to the peace conference. He said that the 
Menominee range was not as yet developed to 10 per cent of its 
potentialities and predicted a cessation of further exploration in 
that part of the upper Michigan peninsula if.an adjustment of 
rates were to be made against that range. He said the equality 
of rates between the Menominee and the Gogebic ranges had 
existed since 1898 and that the character of ore taken from the 
former was known as “high phosphorous,” the uses of which were 
somewhat limited, and the lower selling price of which made a 
favorable rate adjustment, as compared with other Lake Superior 
producing ranges, imperative. 

The petition of intervention of the producers of iron ore 
on the Gogebic range, in the case covering iron ore to the upper 
lake ports, specifically asked for a rate of 60 cents a ton for 
the movement from that range to the docks at Ashland. The 
testimony put in on the third day of the hearing, December 9, 
by G. W. Oliver, railroad analyst, in behalf of the interveners, 
was to the effect that a 40-cent rate would be amply compen- 
satory for the service. Mr. Oliver proceeded on the assumption 
that operating costs of the carriers had been reduced a minimum 
of 15 per cent in September of this year as compared to the 
year 1920. 

“Wages,” he said, “were reduced 12 per cent by the Labor 
Board last July, and when the changes in working conditions 
are considered, it is fair to say that the labor costs of the car- 
riers have been reduced at least 15 per cent. It is generally 
conceded that labor represents 60 per cent of the cost of opera- 
tion, and the reductions made, therefore, amount to 9 per cent 
of the total. On miscellaneous commodities—such as iron and 
steel, lumber, ete.—which represent 20 per cent of the total 
expenses, the reductions average 25 per cent, or 7 per cent of 
the total. Thus we have a reduction of 16 per cent, slightly 
in excess of my estimate, without considering material reduc- 
tions in fuel.” . 

On the basis of such reductions, the witness said, it costs 
the Soo Line and the North Western 26 cents to haul a ton ot 
ore from the Gogebic range to Ashland. To this he added 10 
cents for dockage, allowing a 4-cent margin to make up the 
40-cent rate. He said that on an average train of 65 cars of ore 
the train-mile revenue would be $13.58, or nearly 2% times the 
train-mile revenue received by the North Western on all traffic. 
‘ven assuming, he said, that the cost of hauling ore was as 
much in excess of the cost of hauling average traffic as the 
operating costs of the Duluth, Missabi & Northern, which han- 
dles ore almost exclusively, is in excess of the operating costs 
on the North Western, there would still remain a comfortable 
margin under the 40-cent rate. 


ORE CHARGES AT LAKE PORTS 


The Trafic World Washington Bureau 


Railroads have declined for the present to make a reduction 
of 28 per cent, as had been requested, in charges for handling 
iron ore at lower lake ports. Shippers and consumers had sought 
this out in handling charges so that the relationship between 
ore freight rates and dock handling charges would be re- 
established, the rates from lower lake ports having been re- 
duced 28 per cent. This reduction restored those existing prior 
to the increase of 40 per cent made in Ex Parte 74. 

Refusal of the railroads to reduce the dock handling charges 
came as a surprise. The question was recently considered by 
the ore, coke and coal committee of the railroads, which had 
approved the reduction:and it was then believed the railroads 
would put it into effect. Instead the railroad executives con- 
cluded to postpone action regarding dock handling charges until 
March 31, 1922, to which time they have asked for permission to 
extend the reduced ore rates. 

The action of the railroads in asking for permission to ex- 
tend the lowered ore rates to March 31 from January 1, the 
date they would have automatically reverted to the old rates 
had the extension not been made, is of no particular importance 
in itself, according to consuming blast furnace interests. They 
point out that inasmuch as the lake season is closed the only 
ore to which these lowered rates will apply is that on docks 
and it could be transported before January 1 so that extension 
of the period really did not affect this movement, but it is be- 
lieved that the willingness of railroads to extend the time 
actually means that no attempt will be made to restore old 
rates. It is evident that if such a move is attempted it would 
be vigorously opposed by the iron and steel trade. Moreover, 
the date is so distant that it is realized that many changes in 
transportation rates are likely to be made and that the lowered 
rates perhaps will be estabiished permanently. The tariffs 
originally provided for cancellation of the reduced rates on Janu- 
ary 1 and by reason of this the movement of dock ore was stimu- 
lated more than is ordinarily the case, but now that the period 
has been extended it is believed that shipping orders will be with- 
held somewhat until some period of extension has expired. 

The dock ore to be moved will not be great in any event 
from a relative point of view. The ore tonnage this year from 





the Lake Superior mines was lighter than at any time since 
1904, amounting to only 22,300,726 gross tons, as compared with 
21,226,591 tons moved by water in 1904. The shipments of 199] 
represented a decrease of 61.89 per cent, or 36,226,500 tons under 
those of last year, which totaled 58,527,226 tons. The highest 
record was in 1916, when water shipments totaled 64,734,198 
tons. ‘ 

On the average the ratio between dock and direct ore jg 
20 and 80, respectively, so that, roughly, it may be estimated 
that the ore shipments moving under reduced rates will not 
exceed 5,000,000 tons. Figuring that the average rate reduc. 
tion was 25c per ton, the loss of revenue to the carriers, grant. 
ing that the same quantities of ore would have moved under the 
old rate, will be approximately $1,250,000. 


RATES ON ORE AND FUEL 


The Trafic World Washington Bureay 





The complaint of the lake front furnace men against the 
situation caused, as to them, by the reduction in ore rates with. 
out a corresponding cut in rates on fuel, has been completed. 
It will probably attract more than ordinary attention among 
practitioners at the bar of the Commission because it will raise, 
not in itself, but indirectly, the question whether the rates on 
fuel can be condemned as unreasonable because the rates on 
iron ore have been reduced for competitors of the’ complainants, 
but the complainants have had no relief from the costs causea 
by the fact that their fuel and sre rates are on the level caused 
by Ex Parte No. 74, while the ore rates of their competitors 
have been restored to the level preceding that case. 

When the fact that such a complaint would be filed was 
first made known the inclination of many well informed men was 
to suggest that the complainants would have a hard time per. 
suading the Commission there was anything wrong with the 
fuel rates because the rates on ore had been reduced. Since 
that time, however, there has been a digging into the earlier 
reports of the Commission with the result that comparisons of 
the kind that will have to be made in the trial of the fuel 
complaint probably will not be required as either novel or 
far fetched. 

In a brief on No. 12601, Riverside Coal Company et al. vs. 
Ohio & Kentucky Railway, Louisville & Nashville et al., Francis 
B. James, counsel for the lake front furnaces, brought forward 
opinions by the Commission, written by such men as Cooley, 
Bragg, Schoonmaker, Prouty and Clements, tending to show 
that comparisons of rates on different commodities, to show 
the unreasonableness of the rates on a particular commodity, 
are not absurd, even if there can be no competition between 
the commodities. 

Chairman Cooley, in 2 ICC, 265, pointed out that seldom can 
unreasonableness of a rate, “in and of itself,’ be shown. He 
said it was not the theory of the act to regulate commerce that 
the reasonableness of rates was to be determined without taking 
others into account. He said that while the act did not require 
all rates to be proportional, “it, nevertheless, makes the element 
of proportion an important one when the rates for any locality 
are to be determined.” According to the lake front furnace 
people, the rates on fuel to their furnaces are rates to a locality, 
just as definite as if all the lake front furnaces were within 
the confines of a given locality. 


Another case on which considerable reliance will be placed 
is that of Ttleston Milling Co. v. Northern Pacific, 8 ICC, 346, in 
which Commission Prouty said: “A rate can seldom be con- 
sidered ‘in and of itself.’ It must be taken almost invariably in 
relation to and in connection with other rates. The freight 
rates of this country, both upon different commodities and 
between different localities, are largely interpedendent and it 
is the fact that they do not bear a proper relation to one al- 
other, rather than the fact that they are absolutely either too 
high or too low, which most often gives occasion for complaint.” 

A phase of the controversy ‘between the lake front furnace 
interests and the furnaces at interior points such as Pittsburgh 
and Bethlehem, came before division No. 2 at an.informal con- 
ference December 7. Commissioners Daniels, Esch and Campbell 
met the representatives of the two wings in the iron and steel 
industry and the railroads to hear what the lake front furnace 
men had to urge against the program of the railroads, which 1s 
backed by the interior furnace interests. 


That program calls for an extension of the reduced rates on 
iron ore from December 31, their expiration date, to March 31. 
Some of the railroads filed tariffs, making the extension 02 
statutory notice, while others, not able to prepare tariffs, have 
asked for sixth section permission. 

Francis B. James, speaking for the lake front furnace intel 
ests, made protests against the extension unless at the same 
time cuts be made on coal and coke. Commissioner Daniels 
asked the railroads why they had cut the rates on ore only when 
they desire to give relief to the stagnant iron and steel industry. 
W. S. Kallman, for the New York Central, said that the cut was 
limited to ore because the railroads could not limit reductions 0 
coal and coke to the fuel used in making pig iron. Ore was the 
only raw material on which they could make reductions the 
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penefits of which would be limited to the industry intended to 
pe helped. 

Eastern Pennsylvania and Pittsburgh district furnace inter- 
ests protested against the linking up of the ore and fuel rates 
as James was trying to link them. They wanted the ore rates 
considered by themselves. ‘They called atiention to the fact 
that the Commission, years ago, had condemned the theory of 
the railroads that they were at liberty to make assembling rates 
for the raw materials entering into the making of pig iron. 


COAL TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


In L. and 8. No. 1446 the Commission has suspended, frora 
December 5 to April 4, supplement No. 11 to Missouri Pacific 
1 Cc. C. A-4891, thereby holding up a reduction in rates on coal 
frm mines in southern Illinois to destinations in Louisiana, 
Arkansas and Texas The suspension was made at the request 
of mine operators in Alabama. The protestants claimed that if 
the supplement were allowed to become operative it would break 
a relationship of rates on coal from the competing mines in 
the Birmingham district and from mines in southern Illinois 
which probably would cause the crumbling of the competitive 
coal rate adjustments not only from the districts directly in- 
volved but also from all the other districts south of the Ohio 
to the states mentioned. ‘ 

The Missouri Pacific proposed reductions ranging from 10.5 
cents per ton at McGehee, Ark., and Monroe, La., to 54 cents 
per ton at Tyler, Tex. The cut at Lake Charles, La., would 
pe 34 cents. In justification of its act the Missouri Pacific said 
that while perhaps the average distance from the southern 
Illinois mines to some of the destinations involved might be 
ereater than the average from the Alabama mines, the former, 
‘n many instances, have the advantage in mileage. It asserted 
also that the southern Iljinois mines have one advantage which 
is generally given considerable weight; they can ship over a 
single line or over one long trunk line and one short line while 
the Alabama mines, to many of the destinations, have two, three 
and even four line hauls. 

In behalf of the Alabama mines it was urged, in the corres- 
pondence before the supplement was suspended, that to points 
north of the Vicksburg, Shreveport & Pacific, the Commission said 
the rates from Alabama mines should be 15 cents less than from 
the southern Illinois mines, and to points south of that railroad, 
2% cents per ton. The Commission thought enough of the con- 
tentions of the Alabama operators to suspend the tariffs pending 
an investigation, even as it suspended the Ford tariffs on the 
ground that, on their face, they seemed to break down the 
relationship adjustment prescribed by it for the competing mines 
of Ohio, Pennsylvania and West Virginia and the mines in other 
states that would be affected by the prescription. 

This is the second suspension of coal rates that has taken 
place in the last few months on the ground that the reduced 
rates would break down adjustments, and, presumably, lead to 
rate wars that would be harmful to both carriers and miners. 
Under the power given in the transportation act, the Commis- 
sion has power to prescribe minimum rates, so that it is not 
absolutely necessary to show that the Missouri Pacific and 
Detroit, Toledo & Ironton rates would result in uniawful dis- 
crimination or undue prejudice before the power of the Commis- 
sion can be exerted to prevent the proposed reductions. It can 
forbid lowering of rates to prevent the breaking of adjustments 
or to prevent losses of revenue. The Commission, under the 
new law has almost, if not, the power to substitute its own 
judgment for that of the manazers of a railroad in such matters, 
and compel them to charge rates which, in their judgment, are 
too high. 


PETROLEUM REDUCTIONS 


The Trafic World Washington Bureau 


Kelly tariffs making a 3.5 cent reduction on petroleum and 

products, effective January 1, have been received at the Com- 
mission. The reductions apply in Central Territory and from 
that territory to Eastern and Seaboard territories. They will 
have the effect also of making a similar reduction from mid- 
continent, Louisiana, and Texas fields to points east of the Illinois- 
Indiana line, because rates from them are combinations on Mis- 
Sissippi crossings or Chicago. 
_ Filing of the Kelly tariffs (I. C. C. No. 1175 and supplement 
Xo. 6 to his I. C. C. 1107, effective January 1) meant, it 
18 believed, a nation-wide cut in rates on that class of commodi- 
ues. It meant that, even if they were not followed by any other 
lariffs, because rates from the mid-continent, Louisiana and 
Texas fields are made by combination on the Mississippi or 
Chicago. There are a few joint rates from mid-continent points 
of Origin to destinations east of the Mississippi but west of 
Chicago rate points, but as a rule the rates to points east of 
hicago rate points are made on combination. Therefore, the 
reduction of 3.5 cents will be reflected in rates from the mid- 
continent and other fields regardless of what may be done with 
rates within Western Classification territory. 


Also, regardless of what the carriers may do with rates 
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within Eastern Trunk Line territory, the cut made by the Cen- 
tral Freight Association lines will be reflected in that territory. 
Ignoring of the reduction made by the Central Freight Associa- 
tion lines on the part of the eastern trunk lines would have 
the effect of creating fourth section violations on traffic from 
points of origin immediately west of Pittsburgh-Buffalo line to 
destinations east thereof. 

This reduction was in contemplation before the conferences 
that resulted in the adoption of the plan for a ten per cent 
lowering of rates on the agricultural list was adopted at New 
York November 16. For-a while it was feared the adoption of 
that plan to satisfy the public clamor for lower rates would 
cause the reduction on petroleum and its products to be cast 
aside. The filing of tariffs by Kelly, however, showed that those 
fears were not justified. 

A large section of the petroleum industry has been fighting 
for a reduction ever since Director-General McAdoo, in the 
summer of 1918, commuted the 25 per cent increase into a flat 
increase of 4.5 cents per 100 pounds, under which the refiners 
in the East had additions in percentage to their comparatively 
short-haul rates, while the refiners in the mid-continent and 
other western fields had their increase held to a maximum of 
4.5 cents, which constituted only a small percentage, relatively 
speaking, of the total rate. The filing of the tariffs, therefore, 
was taken as evidence of the success of that part of the indus- 
try which has only short hauls on the outbound refined products. 
Advocates of the 4.5-cent commutation justified it on the ground 
that the refiners in the East use pipe lines in getting all their 
crude and, to a large extent, pipe lines, barges and motor trucks 
for the distribution of a large percentage of their refined prod- 
ucts and that, therefore, the railroads should think relatively 
little about them, because they were not patrons in the same 


degree, of the railroads, as those shipping from refineries in the 
West. 





COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“Production of soft coal in the week ended November 26 
dropped to 7,083,000 net tons,” the Geological Survey said in its 
current coal report. “The decrease of 1,811,000 tons below the 
output of the week preceding was due chiefly to the occurrence 
of Thanksgiving Day, but also to slackening demand for coal.” 

Preliminary telegraphic ‘returns for the week November 28- 
December 3, indicated a further decrease in production, the Sur- 
vey said. The total car loadings for November 28 and 29 were 
48,870 cars, which was smaller than on the corresponding days 
of any week since last July. 


The year 1921, according to the report, is roughly 45,000,000 
tons behind 1919, 123,000,000 tons behind 1920, and about 144,000,- 
000 tons behind the average of the war years, the 1921 produc- 
tion being given as 372,106,000 tons. 


“Before concluding, however, that this subnormal produc- 
tion forecasts a shortage in the future,” the Survey said, “the 
great decrease in consumption, which has followed the business 
depression must be kept in mind. From the evidence now ai 
hand it appears that the decline in output has been offset by a 
cut in requirements, and that consumers’ stocks today are no 
smaller than they were a year ago. 


“The all-rail movement of bituminous to New England con- 
tinued to decline in the week ended November 26. There was 
a slight improvement in anthracite shipments. A total of 3,184 
cars of anthracite and 2,928 cars of bituminous were forwarded 
through the six rail gateways over the Hudson. When com- 
pared with the week preceding, this shows an increase of 187 
ears of anthracite and a decrease of 94 cars of bituminous. 
Bituminous shipments were only about sixty-two per cent of 
those in the corresponding week of 1920. 


“An increase in tonnage consigned to New England brought 
the total handled at Hampton Roads piers during the week ended 
November 26 back to the level of the first half of the month. The 
total dumped was 274,498 net tons, of which 174,965 tons was 
cargo coal for New England. Exports continued to decline, 
reaching the low point of 32,576 tons. 


“The movement of soft coal from Lake Erie ports improved 
somewhat in the week ended November 27. Reports from the 
Ore and Coal Exchange show that a total of 346,705 net tons was 
dumped. In comparison with the week preceding this was an 
increase of 73,136 tons. Of the total dumpings, 335,949 tons were 
cargo coal and 10,756 tons were vessel fuel. 


“The cumulative dumpings during the present season now 
stand at 22,972,280 net tons.” 

An inventory of coal stocks as of November 1, taken jointly 
by the Department of Commerce and the Geological Survey, 
shows that there was at that date a total of about 47,400,000 
tons of coal in the hands of consumers, or approximately 43 days’ 
supply. This compares with stocks as high as 63,000,000 tons 
in the past. The estimated average number of days supplies in 
various consumers hands are as follows: Railways, 29 days; steel 
plants and coke industry, 42 days; other industries, 67 days; 
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gas works, 87 days; electric public utility, 54 days; coal dealers, 
47 days. 

It must be borne in mind that these are averages and that 
many individual industries and dealers are far below the aver- 
age, the Department of Commerce said. The next inventory will 
be as at January 1. 


ILLINOIS CEMENT RATES 


Hearing in 13061, Universal Portland Cement Co. vs. A. T. 
& S. F. et al., in which Indiana cement interest complained 
against discrimination alleged to exist on account of the low 
level of cement rates existing intrastate in Illinois as compared 
with the interstate rates, scheduled before Examiner Hosmer in 
Chicago, December 5, was postponed at the request of H. M. 
Slater, rate expert for the Illinois Commission, who said that a 
conference between opposing parties would be held and that a 
settlement might result. 

The largest item the state of Illinois has to pay for road- 
building is the freight on the material used, which amounts to 
$6,500 per mile of road, said Mr. Slater, speaking for the Illinois 
department of public works and buildings, at the conference 
held immediately after the postponement of the hearing. Rail- 
road traffic men were not disposed to accept his estimate, how- 
ever, without substantiating cost figures. 

The complaint of the Universal Company asked for a revision 
of the Illinois intrastate rates on cement to remove alleged dis- 
crimination against interstate shippers. Several Indiana and 
Missouri producers intervened on behalf of the complainants, 
and a number of Illinois producers in opposition. Slater said 
that the state of Illinois had a road building program laid out 
for 1922 which contemplated the use of over 4,000,000 barrels of 
cement, and that the estimates had been made on the basis of 
the existing Illinois cement rates. He said any increase in 
those rates would mean a curtailing of the program. 

Two propositions were submitted for the consideration of 
the carriers, the first being that they apply, interstate, rates on 
the basis of the 1914 rates plus 2 cents and 35 per cent. The 
second involved the application of the so-called scale 1 rates, 
prescribed by the Commission for application in Mississippi River 
territory, also plus 2 cents and 35 per cent. Under both of these 
options, Slater proposed that individual discriminations be re- 
moved by adjusting the interstate to the intrastate rate. 

The cement interests, for the most part, declined to state 
their position on either of the options. Railroad representatives 
pointed out that the proposals would not be of much value to 
the carriers unless the feeling of the producers was definitely 
known. They did not propose, they said, to put in a new set of 
rates only to have them immediately attacked. So far as the 
carriers themselves were concerned, they favored the second pro- 
posal as much as they favored either, because it would involve 
less loss of revenue, the scale 1 rates being somewhat higher 
than the 1914 rates. 

It was finally agreed that the state of Illinois was to pre- 
pare the two propositions in writing and obtain, as far as pos- 
sible, expressions of opinion from producers, also in writing, 
which would then be submitted for consideration to the execu- 
tives of the roads involved. Since hearing on the postponed case 
has been tentatively set for January 3, it is expected that the 
written propositions will be submitted within a week or ten days. 





PRINTING AND WRAPPING PAPER RATES 


The rates on printing and wrapping paper for application on 
tonnage moving from mills in the Fox River and Northern Wis- 
consin producing ‘groups to points in Wisconsin, lowa, Illinois 
and Indiana, as proposed by W. B. Hurlbut, traffic manager of 
the Wisconsin Traffic Association, and which he asked the Com- 
mission to prescribe in lieu of the increased rates put in by the 
carriers last April in an effort to comply with the Commission’s 
order to remove discrimination against the Michigan producers, 
were, he said, uniformly over 50 per cenit in excess of what he 
called the “pre-war” rates. He explained a pre-war rate as being 
one which had not been effected by General Order 28 and Ex 
arte 74. 

“For an industry such as ours,” said Mr. Hurlbut at the hear- 
ing on No. 12986, Wisconsin Traffic Association vs. Algoma 
Central and Hudson Bay et al., before Examiner Howard Hosmer, 
in Chicago, December 2, “which has enjoyed practically the 
same scale of rates for 20 years, and which furnished on an 
average of 500,000 tons outbound a year while using nearly four 
times that much inbound, to be required to pay rates which are 
in some instances as much as 70 per cent higher than the war 
rate, is not fair. We think that we are very liberal when we 
propose that we pay the carriers rates on a commodity that is in 
every way an ideal article for transportation that are from 50 
to 60 per cent in excess of the pre-war rate.” 

The rates which Mr. Hurlbut proposed were specific and, 
for the most part, agreed with those proposed by the Wisconsin 
shippers in the consolidated paper cases heard last spring. He 
said that they yielded ton mile earnings as high as 18.1 mills. 
Book paper, he said, had fallen in price 42.5 per cent and wrap- 
ping paper 46.4 per cent within the last vear, and the industry 
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in Wisconsin, which employed normally over 28,000 people, wa: 
in consequence in a very bad shape. 

The carriers objected strenuously to Mr. Hurlbut’s proposa) 
They said that, since the Commission has prescribed certain dif. 
ferentials beyond which they could not go in fixing the Michigay 
rates, to accept the proposal of the Wisconsin shippers wonjq 
mean the cutting of the Michigan rates. 

“Your real complaint,” said J. N. Davis, appearing for the 
western lines, “is against the method which the carriers useq 
in complying with the Commission’s order in No. 9987. Yo, 
think we should have lowered the Michigan rate instead of raig. 
ing the Wisconsin. Do you not?” 

“I think,” answered the witness, “that you should have done 
a little of each. I’ do not think it was fair for you to put the 
whole burden or the readjustment upon the Wisconsin producers 
who have never before complained of the rates they had to pay 
and who have always been very fair to the railroads.” is 

James F. Dougherty, traffic manager for the Michigan Paper 
Mills Traffic Association, interveners, said that the carriers could 
well afford to reduce the Michigan rates somewhat. He ggig 
that those rates were at present on a sixth class basis, and that 
except for limited Ohio producing territory, they were the only 
ones so adjusted now in effect. , 

“It is a fact, is it not, Mr. Dougherty,” asked D. P. Connell. 
attorney for the C. F. A. lines, “that you think all the rates op 
paper are too high?” 

“Considering the present state of the paper business,” 
the witness, “I think that is true.” 

The rates that the carriers put in to comply with their under. 
standing of what the Commission ordered in docket No. 9987 
were made in gaod faith, according to several railroad witnesses 
who testified on the second day of the hearing, December 3 


said 


Had they done anything else in their effort to remove the dis. 
crimination which the Commission said existed against Kalamo- 


zoo and other Michigan points, it would have meant a curtailing 
of revenue that the carriers could not afford, they said. A. F. 
Cleveland, for the North Western, and E. W. Soergel,. for the St. 
Paul road, maintained that the rates as increased for application 
from Wisconsin producing points of printing and wrapping paper 
were reasonable. Rate comparisons were introduced which they 
thought proved the point. Soergel said that on the C. M. & St. 
P. alone the rates proposed by the complainants would mean, if 
they were put into effect, a loss of revenue in excess of $90,000 
annually. 

He said that the carriers were prepared to admit that the 
paper business was poor, but maintained that the same was true 
in other industries, particularly in the railroad business. Fig: 
ures for net earnings for the railroads showing decided improve. 
ments during the past few months were, he said, somewhat mis- 
leading, because usually nothing was said about the curtailing 
of maintenance work which would have to be done at 
future time. 

As to the rates on printing and wrapping paper from Wis- 
consin, he said they were in many cases less than reasonable and 
showed that for similar distances the rates from Michigan and 
from eastern producing territories were higher. This, he said. 
in spite of the fact that operating conditions were admittedly 
better in the east than in Wisconsin, and the traffic density in 
the latter state much lower than in C. F. A. territory. He also 
pointed out that from northern Wisconsin the rates to Ohio, New 
Yark and Pennsylvania were actually lower than from the nearer 
Michigan producing points. 


some 





COMMISSION ORDERS 

The California Redwood Association has been permitted to 
intervene in No. 13211, West Coast Lumbermen’s Association et 
al. vs. Abilene & Southern et al. 

The Sterling Salt Company has been permitted to intervene 
in No. 13222, American Salt & Coal Co. vs. A. T. & S. F. et al. 
13222 Sub. No. 1, Bevis Rock Salt Co. vs. Same, and 13223, Royal 
Sali Co. vs. Same. The Public Utilities Commission for the state 
of Kansas has also been permitted to intervene in the last men- 
tioned case. 

The Commission has reopened I. and S. 1251, fuel wood, 
pulp wood and wood bolts between north Pacific coast points, 
for further hearing on the question of whether the order entered 
March 26 shall be modified with respect to the units to which 
the rates on fuel wood therein prescribed shall apply. 

On petition of rehearing filed by the Bay Terminal Railroad 
Co. the Commission has reopened for further hearing No. 4181 
second industrial railways case, Lake Erie & Fort Wayne Rail- 
road Co. et al., with respect to the rules and charges for the use 
and detention of foreign cars on the lines of the Bay Terminal 
Railroad Co., Lake Erie & Ft. Wayne Railroad Co., Lakeside & 
Marblehead Railroad Co., and Valley Railroad Co. 





PETITIONS FOR REHEARING 
Complainant in No. 13024, Henry W. Somers vs. New York, 
Ontario & Western et al., has asked for a reopening of that case. 
Complainants in No. 12428, Armour & Co., Armour & C0. 
of Kentucky vs. Atlantic Coast Line et al., have asked (or 4 
further hearing. 
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RAILROAD-STEAMSHIP CONTRACTS 
The Trafic World Washington Bureau 


Hearing was held December 1 before Commissioners Thomp- 
scn, Plummer and Lissner of the Shipping Board on the con- 
iracts 2nd agreements between American railroads and steamship 
companies operating ships in foreign commerce under foreign 
fags. In opening the hearing, Commissioner Thompson said: 

“Any exclusive or preferential contract or agreement between 
any American railroad and any foreign flag shipping company 
is a menace to the success of ships operating under the flag 
of the United States. The resulting effect is the diversion of 
American commerce to the ships of other nations operating in 
competition with our own. Section 28 of the merchant marine 
act, 1920, clearly defines the intent of Congress that American 
railroads be preferential feeders of tonnage for American ships. 
Yet it is of record before the United States Shipping Board 
that a number of railroads in the United States have such 
exclusive or preferential contracts with foreign flag shipping 
companies in direct conflict with the spirit of the American 
Congress. 

“It is also of record that more than two and one-half million 
ions of cargo were interchanged last year between these rail- 
roads and ships operating under the flag of nations other than 
the United States. This is a condition admittedly requiring 
correction, recognizing the full force and effect of the enactment 
clause of the merchant marine act which clearly provides that 
‘a greater portion’ of the commerce of the United States be 
carried in American vessels. 

“This committee first approaches the question of these con- 
iracts in a spirit of desire for those corrective and co-operative 
measures as will insure that the influence and organizations 
of the rail carriers, at present agencies of promotion for the 
extension of American commerce in vessels of other nations, 
be utilized for the extension of American commerce in vessels 
operating under the registry of the United States. The United 
States Shipping Board is assured that the rail transportation‘ 
interests represented here, parties to these adverse agree- 
ments, recognize that any losses arising through the initial up- 
building of an American merchant marine necessarily falls upon 
the American public. The board believes that any American 
enterprise, particularly those the beneficiaries of government 
support, should make every effort to co-operate in full and 
unmeasured degree with any division of the government, whose 
duty it is to build, foster and promote American enterprise. . 

“To bring about such corrective condition this meeting 
between representatives of the railroads possessed of these 
agreements and this Committee of the United States Shipping 
Board is held. The railroads and the contracts of record with 

loreign shipping interests are as follows: 


Baltimore & Ohio Railroad (Donaldson Lines; Scandinavian Lines; 
North German Lloyd; Furness, Withy & Co. and International Mer- 
cantile Marine Company.) 

Great Northern Railway (Nippon Yusen Kabushiki Kaisha.) 


Pennsylvenia Railroad (International Mercantile Marine Co.) 

Northern Central Railroad (International Mercantile Marine Co. 
nd Furness, Withy & Co.) 

Southern Railway Company (Mobile Liners, Inc.). 

Mobile & Ohio Railroad (Mobile Liners, Inc.). 


Boston & Albany Railroad 


; (Leland Steamship Lines and Cunard 
Steamship Co.). 


“ee Milwaukee & St. Paul Ry. (Osaka Shosen Kabushiki 
Kaisha). 
Atlanta, Birmingham & Atlantic Ry. (Strachen Shipping Com- 


pany). 
Grand Trunk Railway System (White Star-Dominion Line). 


“Expression with respect to the question at issue is now 
invited and to facilitate the hearing we will request expression 
rom those present in the above order of record.” 

The contracts between the B. & O. and foreign lines were 
taken up first, Archibald Fries, vice president in charge of traffic 
ofthe B. & O., explaining that the company now had only three 
‘atracts, one with the Donaldson line expiring in 1927; one 
with the Furness-Withy Co., expiring in 1926, and one with the 
Scandinavian lines, expiring in 1922. 

m “These contracts provide no service that is not given to 
-« Sleamship lines that dock at Baltimore,” said Mr. Fries. 

He said that in serving the lines with which it had agree- 
nents, the B, & O. discriminated in no way in favor of those 
‘ies So far as the facilities of the B. & O. permitted. 

Commissioner Thompson pointed out that the contract with 
the Donaldson line provided for free use of terminals and that 
the B. & O. would use its efforis to promote the best interests 
ol the steamship company. 

“That is the objectionable element,’ said he. “There is 
a1 absence of a pledge that the B. & O. will promote the best 
interests of American lines.” 

Fries said the contracts were entered into‘before there were 
American lines in existence and that since the development of 
American lines “we have been using our best efforts to secure 
=. vessels for the ort of Baltimore.” | He asserted the 
had ae ee its facilities alike to all lines. He said he 
te a the agents of the lines with which the B. & O. 

»* dsreements, with the exception of the Scandinavian lines, 
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and that they were in tavor of abrogating the agreements. He 
said that also was the- position of the B. & O. However, he 
said the legal department would have to take up the question 
of cancellation with the companies and that in the event they 
declined to agree to cancellation he believed the contracts should 
be allowed to stand until date of expiration. 

Commissioner Plummer said he could not see how the 
B. & O. could carry out the terms of the contract with the Don- 
aldson line and yet give American lines the same treatment. 

“Because we endeavor to promote the business of every 
line doing business at our piers,” replied Mr. Fries. 

Mr. Plummer, however, said the word “best” surely meant 
something, but Mr. Fries contended that so far as the B. & O. 
was concerned it had never discriminated against other lints 
in favor of the lines with which it had contracts. 

“If you could route business over the Scandinavian-American 
line or an American line, which line would you select?” asked 
Commissioner Plummer. 

“We do not route at all,” replied Mr. Fries. “We advertise 
the sailings from our port and the shipper selects the route.” 

“Then you don’t use your best endeavor for the Donaldson 
line?” asked the commissioner. 

“We don’t consider that this contract gives preferential 
treatment to the Donaldson line,” replied Mr. Fries. ‘We would 
be glad to suggest abrogation of these contracts.” 

In reply to Commissioner Thompson Mr. Fries said he had 
made no effort to make contracts with the Shipping Board, 
adding that the B. & O. believed the best policy was to take 
care of all ships at its pier to the best of its ability. The Com- 
missioner took the position that if the contract were lived up 
to then it was detrimental to American shipping and that if it 
was not lived up to, then it was in effect nullified. 

Asked whether the B. & O. would appreciate the help of the 
board in getting the contracts cancelled Mr. Fries said at first 
that he did not think the B. & O. needed such assistance but 
later he said that in the event the companies should decline 
to cancel the contracts, the B. & O. would welcome the aid of 
the board. Fries said the B. & O. would do all it could in the 
way of co-operating with the board. . 

W. P. Kenney, vice president of the Great Northern in 
charge of traffic, discussed the contract of that company with 
the Nippon Yusen Kabushiki, Kaisha, called the N. Y. K. He 
said the contract had been renewed October 18 and that under 
it the Great Northern received a large volume of inbound ship- 
ments from the Orient but gave little tonnage to the steam- 
ship line in return, because under the existing conditions. a 
railroad has so little control over the routing of outbound 
traffic. He said the N. Y. K. had large forces in New York, 
Chicago and Seattle to solicit outbound business. 

Commissioner Thompson asked whether Mr. Kenney was 
familiar with the efforts of the board to establish fast freight 
service in trans-Pacific routes and Mr, Kenney said the ‘535’s” 
were comparable to any vessels on the Pacific. 

The commissioner then said it was not a question of the 
Great Northern getting superior service via the Japanese line 
and Mr. Kenney replied in the negative. In reply in a question 
Mr. Kenney said he had not attempted to negotiate a contract 
with the Shipping Board. 

“You appreciate the government is operating its vessels at 
a loss?” said Mr. Thompson. 

“Yes,” replied Mr. Kenney. 


“It is quite distressing to the Shipping Board,” continued 
Commissioner Thompson, “that a great transportation line 
neglected even to confer with us before making a contract with 
a line that is in direct competition. with the government.” 

Mr, Kenney declared he did not believe there was'a chance 
for the Great Northern to get an exclusive contract with an 
American line. He said further that the Great Northern got 
practically all the inbound traffic of the N. Y. K. without any 
effort on the part of the Great Northern. He said there was no 
question but that the contract provided that the Great Northern 
should work preferentially for the N. Y. K. 

Commissioner Thompson asked whether it was not so that 
in effect the contract made the agents of the Great Northern 
the agents of the N. Y. K. Mr. Kenney replied he did not think 
that was so. 

“It appears to me that the inescapable fact is that the Great 
Northern on October 18 went into direct competition with the 
government,” said Commissioner Thompson. 

“I don’t want that statement to go unchallenged,” interrupted 
Mr. Kenney. “This was an extension of a contract that had 
been in existence twenty-five years. Up to the present time there 
was no service available for the Great Northern to do this busi- 
ness and we should not be condemned. We have lost more 
money carrying the American flag on the Pacific than the Amer- 
ican government has Jost.” 

Mr. Kenney further said that the Great Northern was not 
desirous of opposing the Shipping Board in any way in its 
efforts to develop the American merchant marine, but that until 
there was something to take the place of the contract with the 
N. Y. K. it should not be condemned for having continued the 
agreement. 
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“When you come down to patriotism,” he declared, “get the 
American shipper to ship under the American flag.” 

He said shippers were giving their traffic to Canadian lines 
and vessels and that recently he had tried to get some business 
from a New York shipper who has been using the Canadian 
Pacific on business to the Orient and that the reply was that 
the shipper liked the service he was getting via that route. 

“We have a dock at Seattle available to every line at no 
cost,” said Mr. Kenney. ‘We don’t discriminate in favor of any 
line. Naturally we want to hold onto our incoming traffic. I 
don’t think that it is the desire of the Shipping Board to deprive 
us of our Asiatic traffic in order to have it turned over to the 
Canadian Pacific at Victoria and Vancouver.” 

“We had no opportunity to work out with you a tonnage 
agreement on our lines,’ said Commissioner Thompson. ‘We are 
not talking patriotism. We are talking business.” 

Mr. Kenny said the service of the Shipping Board on the 
Pacific would be superior to any on that ocean when it had been 
established. 

“It has been established—there are five vessels in 
trade,” said the commissioner. 

“It has not been advertised enough for me to know it,” 
replied Mr. Kenney. 

Mr. Kenney said the N. Y. K. was practically making a 
present to the Great Northern of the inbound traffic and that 
to the Great Northern that was the important phase of the 
situation. 

Commissioner Thompson asked for an expression of opinion 
as to the willingness of the Great Northern to cancel the con- 
tract. Mr. Kenney said he would have to confer with President 
Budd and the officials of the company with regard to that. He 
suggested that a contract with the N. Y. K. might be drawn that 
would meet with the approval of the board. He said the Great 
Northern wanted to get the inbound traffic if possible. He said if 
the Great Northern had refused to renew the contract, the N. Y. 
K. would have gone to one of the Canadian lines and the Greai 
Northern would have lost the traffic. 

“There would be no benefit to the 
marine for us to lose that,” he said. 

Commissioner Lissner inquired whether Mr. Kenney was 
aware of the fact that such contracts were lawful only if ap- 
proved by the Shipping Board. Mr. Kenney said he did not 
understand that approval in advance was required. He said 
the board had been informed that the company was negotiating a 
new contract. 

“T assume it is the duty of the Shipping Board to see that 
the treasury of the Great Northern is not depleted,’ said Mr. 
Kenney, adding that the company was “willing to go the Il’ mit 
with the board” if that was necessary to assist the government. 

Commissioner Lissner said he thought the Great Northern 
had violated the law unknowingly. 

Mr. Kenney remarked that “service gets the business” and 
that when Shipping Board Boats gave the best service they 
would get the business. : 

Robert C. Wright, general traffic manager of the Pennsyl- 
vania, said that company had only one existing agreement and 
that was with the I. M. M. with regard to allocation of piers at 
Philadelphia. He said it was not a traffic agreement, and that 
recently the Pennsylvania had turned one side of one pier in- 
volved over to the United American lines, an American steamship 
line. Commissioner Thompson said the board did not see any- 
thing objectionable in the agreement but asked whether the 
company would cancel it if the board asked that. 

“We have no objection to canceling it,’ said Mr. Wright. 
“We will cancel it tomorrow.” 


R. M. Calkins, vice president of the Chicago, Milwaukee & 
St. Paul in charge of traffic, at the afternoon session declined 
to promise the commissioners that he would recommend to 
his company abrogation of its traffic agreement with the Osaka 
Shosen Kabushiki Kaisha steamship company in the absence of 
a substitute which would assure his company an equal return 
in revenue. Commission Thompson characterized this attitude 
on the part of Mr. Calkins as a “discordant ote.” 

“I am sure the board would not ask me to recommend giving 
up that business (which he had said ran into the millions each 
year) unless I had something tangible to replace it,’ said Mr. 
Calkins. 

Commissioner Thompson asked what must be the position of 
the board, acting under the mandate of Congress, to establish a 
merchant marine, if it were met by the opposition of the great 
transcontinental lines. 

“We can’t escape that,’ said the commissioner. 

“You don’t expect that tonnage at the expense of the treas- 
uries of the Great Northern and the Chicago, Milwaukee & 
St. Paul, do you?” asked Mr. Calkins. 

The commissioner replied in the negative contending there 
would be no loss on outbound shipments and probably no loss on 
inbound shipments if the transcontinental lines handled ship- 
ments via American lines. 

Mr. Calkins said his company was ready to co-operate to 
the fullest extent with the board in building up an American 
merchant marine, but he said he doubted whether the Shipping 


that 


American 
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Board could control the tonnage involved, 80 per cent of which 
he said originated east of Chicago. 

“The question is whether we could jointly control that 
business,” said he. “I am willing to discuss that at any time. 
I don’t want to mislead you by making a promise I could not 
later back up. If I give up that business what assurance haye 
I that the Canadian Pacific will not take it up?” 

Commissioner Thompson believed that situation could be me 
by legislation. 

It was further, contended by Mr. Calkins that the arrange. 
ment between his company and the Japanese line should not be 
disrupted except as might be required by law because the ar. 
rangement was beneficial to United States trade. He said there 
was no contract but merely a tacit understanding with regard 
to the exchange of tonnage. He further said that he had been 
one of the first to ask the board to allocate some of the cargo. 
passenger vessels to the Puget Sound ports and that his com. 
pany had helped advertise the passenger service given by the 
board vessels. ae 

Lincoln Green, vice president of the Southern, speaking for 
that road and the Mobile & Ohio, said the contracts those 
companies had would be abrogated. D. O. Wood, general foreign 
freight agent for the Grand Trunk Railway, said that that com. 
pany under its contracts did not discriminate against American 
vessels. H, M. Biscoe, of the Boston & Albany, said he was 
confident that company’s contracts would be abrogated. The 
representative of the Atlanta, Birmingham & Atlantic said its 
contracts were inoperative. 

The railroad‘ companies represented at the hearing have been 
requested to submit written statements to the board as to 
their position with regard to the contracts. At the present 
moment, officials said, there is no desire to take any legal action 
with respect to the contracts because it is believed that that 
will not be necessary. 

Commissioner Frederick I. Thompson, who acted as chair- 
man at the hearing, said a report of the attitude of the carriers’ 
representatives had been submitted to the board and that the 
members were gratified at the willingness of the companies “to 
follow the views otf the government with respect to the pacts.” 

“The conclusion of the Shipping Board that the agreements 
were harmful to the development of American commerce in 
American vessels,” said Commissioner Thompson, “was cleariy 
defined to the railroad executives present, and it was considered 
a good augury to have evidenced the disposition of the rail car- 
riers to form a closer working contact with the organization of 
the Shipping Board, looking toward an extension of American 
commerce in American vessels. 

“It was particularly gratifying to the board to hear the ex- 
pression of the two trans-continental carriers, handling the 
major portion of the Pacific-Orient commerce, that the estab- 
lishment of an American flag service from the Pacific coast to 
the Orient had resulted in a record-breaking service as to time 
and accommodations. The representatives of these two com- 
panies, namely, the Great Northern Railway and the Chicago, 
Milwaukee & St. Paul Railroad, particularly interested in this 
service, clearly recognized and admitted that the accommoda- 
tions, provided by the combination passenger and cargo vessels 
the Board is now establishing on these Trans-Pacific routes, 
were unexcelled by any other nation. 

“The Shipping Board felt confident that upon reflection the 
Chicago, Milwaukee & St. Paul Railroad, the only company 
whose representative would not guarantee to recommend to his 
associates the cancellation of its agreements with the Osaka 
Shosen Kaisha, would recognize the necessity of meeting not 
only the views of the board, with respect to its contract with 
this foreign company, but would fall in line with the spirit evi- 
denced by all of the rail lines who were represented at the 
meeting and who possess similar agreements.” 


LIGHTERAGE AT NEW YORK 


The Trafic World Washington Bureau 
Another argument on lighterage in New York harbor, one 
of the subjects about which there is some issue practically all 
the time, is to be made to the Commission December 28, whet 
No, 12238, Standard Shipbuilding Corporation vs. Central of New 
Jersey, will come up. The same complainant has another case 
against the same carrier, No. 12857. The attitude of she com 
pany is rigidly against any refund to the complainant in the 
earlier case in which the complaining consignee is asking for 
refund of money paid by it to an outside lighterage c.ncerl 
for bringing stuff from the Jersey shore to Shooter's Island. 
The transactions involved in that case took place in 1918, durms 
the war, while those forming the basis for the latter complaill! 
took place in 1920. The company is: not so much opposed 10 
reparation in the second, taking the position that it will make 
the refund in the later case if the Commission holds that i! 
was its duty to make delivery, free, at Shooter’s Island. The 
distinction between the two cases is believed to be very fine and 
that hence the argument will be more than ordinarily interesting 
to those who have questions in connection with lighterins He 
New York harbor. 
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In formal docket No. 12238, the shipbuilding corporation is 
asking for a refund of the cost of lightering, not to exceed 3 
cents per 100 pounds, to cover the lightering by the com- 
plainant from the piers of the Central Railroad of New Jersey 
at Jersey City and Elizabethport, N. J., to its plant at Shooter’s 
island in New York harbor, on shipments which moved during 
the period from April 1, 1918, to April 1, 1919. The complainant’s 
case is based upon a provision carried in Central Railroad Co. of 
New Jersey Tariff I. C. C. No, S-9170, reading as follows: 

Where delivery of eastbound traffic is made to outside lighters at 
Jersey City or Ehzabethport, N. J., an allowance (out of the through 
rates) of 3 cents per 100 Ibs., or 60 cents per ton, net or gross, as the 
case May be, may be made for such service for delivering in New 
York harbor within the lighterage limits. 


The carrier’s defense is that the shipments were not billed 
through from point of origin to final destination, Shooter’s 
Island, but were only billed to the Jersey shore, although the 
complainant asserts that the shipments were billed through to 
Shooter’s Island; that the issuance of permits under which the 
shipments Moved and the acceptance of the goods at the Jersey 
shore by the consignee for lighterage resulted in a substantial 
penefit to the consignee in that the goods received expedited 
service and that the allowance provided for in the tariff of the 
Central of New Jersey was intended to be made only to lighter- 
age companies with whom the railroad company had contracted, 
which are on the list approved by the carriers reaching New 
York, and is not intended to be made to shippers performing 
lighterage service for account of the carrier. 

This is not the purpose of the provision, because in the 
New York Lighterage case it was brought out that there was 
two methods employed in New York harbor, one of these meth- 
ods being that the carrier will perform the lighterage service 
itself by its own lighters or by employing auxiliary terminal 
companies, and the other is that of cartage, drayage or ferryage 
by the consignee in behalf of the carrier. For this service the 
maximum allowance of 3 cents per 100 pounds is made to the 
shipper or consignee. 

The report of the examiner in the case is in favor of the 
defendant carrier, the Central of New Jersey. 

In another case, No. 12857, between the same parties, a 
hearing on which was held in New York October 21, the same 
question is involved, but the railroad company has offered to 
make reparation in the event the Commission finds the Standard 
Shipbuilding Corporation entitled to it. 

The attorney for the railroad company in this case, how- 
ever, attempts to distinguish it from the earlier case, on the 
grounds that in No. 12238 permits were issued for the movement 
of the goods to the Jersey shore, which contained a stipulation 
that the consignee, the Standard Shipbuilding Corporation, was 
to pay for the cost of lighterage, while as to shipments covered 
by No, 12857, the carrier agreed to make the 3 cents allowance 
to the consignee, even though in both instances an embargo 
was in effect. 

Another contention is that as to shipments covered by the 
earlier case, the traffic moved during the war period, while the 
others were in 1920. 

A third is that, as to the shipments covered by No. 12238, 
the lighterage service was performed by an individual who had 
never been recognized by the Trunk Line Committee as an on’- 
side lighterage company to which allowance would be made 
under the tariff, whereas the lighterage service performed in 
connection with the shipments covered by No. 12857 was by 
the McAllester Towing Company, which company is on the list 
of outside lighterage companies which the Trunk Line Com- 
ittee has approved employing by the New York carriers. 


ST. LAWRENCE WATERWAY 


The Trafic World Washington Bureau 

The Great Lakes-St. Lawrence deep waterway project was 
the subject of debate in the House this week. 

“How God must have marveled at the foolishness of the 
children of men who have not long since solved the simple prob- 
lem he has set before us with an answer in plain view,” said 
Representative Chalmers of Ohio. “What an easy matter, phys- 
cally and scientifically, to clear away the barriers and turn the 
Great Lakes into a Baltic or Mediterranean Sea and bring the At- 
lantic Ocean within 100 miles of the center of population of the 
United States! 

“Will this water highway be used if completed? That is 
*asy to answer. It is used now. With all its handicaps and ob- 
‘tructions, it is used now. The Detroit River today, connecting 
wo land-bound inland lakes, carries more shipping than -any- 
other similar stretch of water in the world. The World Almanac 
for 1921 gives the freight passing through the Suez Canal annu- 
ally aS 9,251,601 tons; the Panama Canal as 8,545,653 tons. Nel- 
ie Loose Leaf Encyclopedia gives the annual freight passing 
tough the Manchester Ship Canal as 3,161,012 tons. While, lis- 
a my colleagues, the commerce passing through the Detroit 
nein In 1919 was 73,526,602 freight tons, valued at $771,294,055, 

early a billion dollars. Have I said enough about the practical 
We Of this waterway when completed?” 
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Improvement of the St. Lawrence, he said, would bring the 
ocean to Buffalo, Erie, Cleveland, Toledo, Detroit, Duluth, Su- 
perior, Milwaukee, Michigan City and Chicago—1,500 miles 
nearer “the great bread basket and cream jug of the world—the 
Mississippi valley. 

“If this great producing section of our country,” said he, “is 
to hold its own in the fight for world trade, this transportation 
question must be settled and settled right. The railroads are 
hopelessly behind. The greatest railroad executive of the age, 
Mr. James J. Hill, said that our railroads should have a billion 
dollars spent upon them annually for 15 years to keep them up 
to the demands of our natural commercial growth. 

“It would be a national sin to delay longer the completion 
of this much-needed public improvement. You ask why I-call it 
a national sin? You know there are sins of omission as well as 
sins of commission. The deep waterway would bring great, per- 
manent prosperity to this country. It would serve not only 
directly the 28 states referred to, but indirectly every state and 
territory in the Union. 

“To solve the problem of transportation for 28 states would 
lift the burden from the railroads and other systems of trans- 
portation so that there would be no more breakdowns when the 
peak load comes. In other words, water transportation would re- 
lieve the excessive demands at times of great stress just as relief 
and elasticity have come to the financial demands at crop-moving 
times by the act organizing regional banks and the revising of 
the banking laws. 

“Governor Harding of Iowa says that a bushel of wheat can 
be shipped from Duluth to Buffalo for 2 cents; from Buffalo to 
the ocean-going boats for 17 cents, and from the ocean-going 
boats to Liverpool for 14 cents. This is the present method. 

“With the St. Lawrence Canal, a bushel of wheat could be 
shipped from Duluth to Montreal for 3 cents, and from Montreal 
to Liverpool for 12 cents. The difference of 12 or 18 cents in 
transportation cost could go into the pockets of the American 
farmers.” 

Representative Ten Eyck of New York asked whether if it 
was not a fact that if Montreal became the export harbor for 
grain in North America and Liverpool became the import port 
and the grain is carried in English ships, England would control 
the price of grain, and, being a consuming nation, would reduce 
the price of wheat lower than what the farmers might save in 
freight if the project went through. 

“It is not the intention of the proponents of this project to 
make Montreal an export port,’ replied Mr. Chalmers. “It is 
proposed to make Cleveland, Toledo, Detroit, Chicago, Milwau- 
kee, Duluth, Superior, all of the Great Lakes ports, export ports. 
The ships loaded with grain from the West will sail by Montreal 
and land their grain in Liverpool.” 

Mr. Nelson of Wisconsin said the proponents of the project 
have no quarrel whatever with the people of New York and 
their barge canal and that it was not their purpose to infringe 
on that canal. 

“But we are convinced,” said he, “that the barge canal of 
New York does not and cannot furnish the adequate outlet from 
the middle west and the northwest to the sea and foreign ports. 
We contend that the great west, in the midst of which is situat- 
ed the great American Mediterannean, should have this great 
inland sea bottled up and: be compelled to carry its ever-increas- 
ing tonnage through the restricted conditions of the barge canal 
and the congested terminals at the port of New York. Moreover, 
the barge canal, with a capacity of only 10,000,000 tons each way, 
is not sufficient to take care of the peak loads from the Great 
Lakes area. Only the open waterway from the Great Lakes to 
the sea by way of the St. Lawrence can adequately furnish the 
great inland states a proper outlet for their growing agricultural, 
industrial and commercial life.” 

Mr. Stevenson of South Carolina said the proponents of the 
project were asking the United States to construct an interna- 
tional highway whose terminus was entirely in control of a 
foreign country, when the Mississippi could be connected with 
the Great Lakes by a ship canal. He also said the Great Lakes 
were navigable only eight months of the year. He also dis- 
cussed what might#happen if the United States had a war with 
Great Britain. 


SHIPMENTS VIA CANAL 
The Trafic World Washington Bureau 


“It is evident that the Pacific coast is taking advantage of 
the cheap transportation which the Canal affords for bulky com- 
mdities to eastern United States and Europe,” said E. S. Gregg, 
chief of the transportation division of the Department of Com- 
merce in a statement on the Panama Canal in which he submit- 
ted detailed statistics showing increased tonnage moving via the 
Canal. 

“Steamers in the intercoastal trade are endeavoring to equal 
the time made by the transcontinental railroads. Oranges and 
lemons have been shipped from California to New York by water 
in 19 days. While the railroads occasionally move fruit across 


the continent in two weeks, the average time is probably not 
A saving of about 


under 20 days. 25 per cent in rates is effected 
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by the all-water route. It is claimed that the percentage of decay 
in fruit arriving at Atlantic ports by water is less than when 
shipped by the rail routes. 

“Intercoastal trade through the Canal shows a pronounced 
increase during this year as compared with 1920. 

“During the war and as long as rates were high on foreign 
traffic, ships were induced to forsake coastwise trade. Since the 
slump in rates, however, many American ships have returned to 
the protected intercoastal trade, and an increasing amount of 
cargo is being carried between the Atlantic and Pacific ports 
of the United States by water. 

“Europe is taking large quantities of Pacific Coast wheat this 
year; during the first eight months of 1921, 506,058 tons were 
shipped to Europe, as compared with a total shipment of 749,447 
tons of all kinds of cargo during the 12 months of 1920. 

“An interesting point in connection with Pacific Coast trade 
through the Canal is the utilization of that waterway in moving 
fresh fruits to eastern American and to European markets. This 
trade had not developed sufficiently in 1920 to show in the Canal 
statistics, but a beginning has been made this year. During the 
first eight months of 1921, 9,527 tons of fresh fruit were shipped 
through the Canal, all but 149 tons going to Atlantic and Gulf 
ports of the United States. The report is current that 300,000 
boxes of apples will load in Seattle for Europe via the Canal 
before the end of the year.” 


WATER LINE RATE CUTS 


The Trafic World Washington Bureau 


W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion, has decided to lay before the Shipping Board for action the 
practice of steamship companies in the Intercoastal Conference 
cutting rates below those agreed on in conference. Mr. Love said 
con:plaint had been made by the railroads against the practice. 
He said normally the rates by water would be below the rail 
rates, but that the rate cutting by the water lines had gone so 
far that the rates were considerably lower than justified. The 
Shipping Board, under the shipping act and the merchant marine 
act, has the authority to regulate port-to-port rates between the 
Atlantic and Pacific coasts. 


STEAMSHIP RATE WAR 


The Trafic World Washington Bureau 


Vice-president Love of the Emergency Fleet Corporation 
said December 7 that reports from London that British steam- 
ship lines were planning a rate war against United States vessels 
were based on a rate war between British lines. According to 
official reports to the board, the action of the British lines was 
taken without regard to competition by American vessels. 

Mr. Love said it appeared that the Ellerman Line, a British 
company, had announced it would enter the European-Pacific 
coast trade and that then three other British lines already in 
that service—the Furness, Harrison and Holt companies—met 
that announcement with cutting their rates in half. He said 
the action taken was the natural outgrowth of over-tonnaging 
the berth to the Pacific coast. 

The United American Line has vessels under the American 
flag in the service between the Pacific coast and European ports 
and will have to meet the competition, Mr. Love said, but the 
Shipping Board has no vessels in the service. 

Published reporis from London were to the effect that the 
British had decided to answer the “challenge of the American 
shipowners and the Shipping Board,’ and that the rate cuts 
were the answer. 


PORTS AND WATERWAYS 


The Trafic World Washington Bureau 

Senator Calder, of New York, in an address before the Na- 
tional Board of Steam Navigation at its annual meeting in Wash- 
ington this week, said the questions of port development and 
improvement of inland waterways would receive serious con- 
sideration by the American people in the next few years. 

“Our development along these lines for the last fifty years 
has been greatly neglected,” said he. “This was undoubtedly 
attributable to the dwindling away of our merchant marine and 
to the great amount of attention given to railroad development. 
In fact, in most of our ports for many years the entire water 
front was controlled by the railroads and they made only such 
developments as served their own purposes. 

“Water transportation is cheap transportation and cheap 
transportation we must have. We must build a great inland 
waterway system comparable and surpassing that of Europe’s. 
As you know, we are at present very much behind Europe in 
these developments. There are 27,000 miles of navigable streams 
in the United States. 

“There is not a harbor in the world comparable with New 
York Harbor in natural advantages nor is there any other nation 
that compares with the United States in the possession of so 
many well-situated natural harbors. But we have failed properly 
to improve these advantages.” : 

Senator Calder declared that “the success of the railroads 
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in destroying water competition is seen in the fact that of the 
4,479 miles of canals that have been built in the United States. 
2,000 miles now stand abandoned.” 

“In the ten years preceding the outbreak of the world war,” 
said he, “the tonnage of freight carried on our canals of inland 
waters, exclusive of the Great Lakes and the Mississippi River 
declined 24 per cent. These conditions are about to change. 

“In 1817, Clinton’s big ditch, the Erie Canal, was opened 
Within twenty years New York had become the Empire State 
and New York City the gerat metropolis of the western world. 
The result is largely attributable to that six-foot canal Governor 
Clinton built through the Mohawk Valley. Four years ago the 
importance of this canal again came to public attention. At a 
cost of about $130,000,000 the state of New York practically re. 
built the Erie Canal, and it was then again opened to navigation: 
this time with the old tow paths abandoned, with a navigable 
depth of twelve feet and with the very latest type of steel and 
concrete locks. The New York State Barge Canal is capable 
of moving 25,000,000 tons of freight a year now, but the amount 
is steadily increasing and the time is certainly coming in the 
very near future when the Erie Canal will be working to ¢a- 
pacity. 

“New York Harbor is undergoing rapid development. It js 
just completing ten of the finest piers in the world on Staten 
Island, and has begun the work of modernizing its North River 
waterfront from the Battery to Eighteenth street. The state is 
completing a million-bushel grain elevator on the Gowanus Canal 
and a number of thoroughly modern canal terminals. The 
Jamaica Bay proposition, which has been a matter of discussion 
for thirty years, has passed the discussion period and Jamaica 
Bay is now on the way to a great future. Similar developments 
on a somewhat smaller scale may be found in Philadelphia, Bos. 
ton, New Orleans, and, in fact, wherever you choose to look. 

“The signs are indisputable that we are entering upon an 
era of great promise for those interested in any way in water. 
borne freight. Our Canadian friends and some of our mid- 
western neighbors are just now agitating a development of the 
St. Lawrence River. There are many reasons why we cannot 
engage in this undertaking for the present at least, but the 
strength of the agitation indicates how great an interest is now 
turning to the problem of cheap water transportation.” 


HARDING FOR SHIP SUBSIDY 
The Trafic World Washington Bureau 


President Harding will go before Congress some time in 
January with a special message on the American Merchant 
Marine in which he will urge ship subsidy, it was learned at 
the White House December 2. Just what form the President 
will recommend that a subsidy shall take has not been deter 
mined, it was said. 

When the President urges enactment of subsidy legisla: 
tion, he will submit the results of a most exhaustive siudy ol 
the subsidy question now being made by a body of experts 
working under the direction of Commissioner Meyer Lissner 0! 
the Shipping Board. The President regards the merchant ma 
rine problem as of extreme importance, it was stated auihor 
tatively at the White House, and he is convinced that the United 
States can not build a merchant marine without a subsidy. 

The crux of the entire situation, as stated briefly by Chai 
man Lasker of the Shipping Board in discussing the President’ 
decision.to ask Congress for a ship subsidy, is that “the othel 
fellow has the business,” and that, coupled with the higher 
costs of operation of American ships than foreign ships, is why 
the. American merchant marine must have aid if it is to estab- 
lish itself in the face of foreign competition. Without aid, the 
American merchant marine can not meet the competition 0 
ships under foreign flags, officials declare. 

The President is declared to favor helping the Americal 
merchant marine in every way possible—short of imposition 0! 
discriminating tonnage dues and customs duties as contemplated 
by section 34 of the Jones merchant marine act, which the 
President will ask Congress to repeal in the special message 

The indications are that Congress will not be asked 10 
provide a direct subsidy of so many dollars per ton as has been 
urged by subsidy advocates in the past. That question, how 
ever, has not been settled, and will not be settled until the € 
perts have completed their report. A direct subsidy may be 
recommended to aid ships in particular trade routes. e 

The reasons why the Administration believes a subsidy be 
necessary will be outlined in an address to be made by Chai’ 
man Lasker at Milwaukee, December 13. In that address M! 
Lasker will endeavor to answer the questions propounded in @ 
editorial in the issue of The Traffic World, July 28, under ihe 
caption, “Why a Merchant Marine?” Officials of the board al 
convinced that the questions set forth in that editorial are the 
questions that must be answered to the satisfaction of the pub: 
lic if the country is to support a subsidy for the developmé! 
of a merchant marine. 

Chairman Lasker believes that if Congress will grant ° 
subsidy, it will enable the Shipping Board io dispose of the 
government-owned fleet at a price much greater than would be 
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possible if the vessels are to be sold under existing conditions. 
With a subsidy, there will be an incentive for investors to put 
their money in American ships, he contends. He also believes 
that the resulting difference in the amount the board would get 
for its ships would offset a direct subsidy. 

In connection with the subsidy question, study is being 
ejven to section 28 of the merchant marine act, which, if en- 
forced, would require application of domestic rates to shipments 
prought into or carried from the United States in foreign bot- 
ioms. The application of this section as a means of helping 
American shipping is regarded by Shipping Board officials as 
one of the steps that may be taken in connection with the sub- 
sidy program. Congress also may be asked to enaci legislation 
under which American vessels would get 50 per cent of the 
immigrants coming to the United States under the immigration 
law. Another aid that might be given would be the operation 
of the government transport services for the Army and Navy 
by private operators. Enforcement of the provision in the Jones 
act extending the coastwise laws to the Philippines also might 
be asked. 

Officials of the Shipping Board make no prediction as to 
what Congress will do with the subsidy proposals. They have 
been co-operating closely in recent weeks with the members of 
the committees which have to do with marine legislation and 
have laid the entire situation before them. That there will be 
opposition to the granting of a subsidy in Congress, there is no 
doubt. Officials believe that favorable action depends on the 
case that will be made in behalf of the subsidy program. The 
obstreperous ‘“‘agriculturai bloc” will be appealed to not to 
“block” the proposal, but with the attitude of that “bloc” 10- 
ward the railroad funding bill and other Administration meas- 
ures in mind, the chances for it lining up behind the Adminis- 
tration program on the ship subsidy are not regarded as prom- 
ising. 

The experts working on the ship subsidy program are: 
Professor Emory R. Johnson, of the University of Pennsylvania; 
W. L. Marvin, vice-president of the American Steamship Own- 
ers’ Association; Rear Admiral H. H. Rousseau; Admiral C. S. 
Williams; Daniel H. Cox, of New York City, naval architect; 
G. N. Jones, who has made a study of ship subsidies, and Nor- 
man Beecher, admiralty counsel for the Shipping Board. 

A commission also is working on the question of marine 
insurance with the view of aiding American shipping in that 
regard. It is composed of Professor William Leslie, of the Uni- 
versity of California; Dr. S. S. Huebner, of the University of 
Pennsylvania; W. C. Rader, in charge of marine insurance for 
the Standard Oil Co. of New Jersey; B. K. Ogden, in charge of 
marine insurance for the Shipping Board, and W. J. Love, vice- 
president of the Emergency Fleet Corporation. 


LOSS IN SHIP OPERATION 


The Trafic World Washington Bureau 


Operation of the government fleet in October resulted in a 
total loss of $3,954,000, according to a statement made by Pres- 
ident Powell of the Emergency Fleet Corporation. Officials re- 
gard this showing as favorable because the loss in August was 
about $5,000,000 and in June, more than $6,000,000. The payroll 
on an annual basis had been cut to $10,993,000 as of November 
18, he said. The payroll on June 15 was $15,861,000. The cost 
of caring for board vessels tied up was $3,941,000 on an annual 
basis as of June 15 when 956 ships were idle, Mr. Powell said. 
This was reduced to $2,919,000 on November 17 when 1,300 
ships were tied up, he said. Vice-President Smull announced 


that 23 vessels have been leased to operators’ on the bare boat 
charter basis. 


RATES ON WOOL AND MOHAIR 


The Trafic World Washington Bureau 


In a report on Dockets Nos. 8 and 10, Boston Wool Trade 

Association vs. Merchants & Miners Transportation Co., the 
United States Shipping Board has condemned rates on wool 
and mohair in the grease, scoured, noils, tops and waste, be- 
tween Boston and Philadelphia, as unreasonable but not unduly 
prejudicial. The report was written by H.-E. Manghum, in 
charge of the divison of regulations. The maximum rates pre- 
scribed by the board represent reductions ranging from 12 to 
27 per cent and average about 16 per cent. The new rates are 
effective on or before January 1, on one day’s notice. 
_ The respondent’s practice of limiting its port-to-port rates 
from pier to pier and not including within the application of 
Said rates all receiving and delivering points within the switch- 
ing, free lighterage limits and water front locations of Boston 
ne Philadelphia was found not unreasonable or unduly preju- 
dicial, 

The board said the gravamina of the complaint, in so far as 
they allege violations of section 18 of the shipping act of 1916, 
were that the respondent carrier’s commodity rates from Boston 
lo Philadelphia on wool and mohair in grease, scoured, noils, 
lops and waste, which ranged from 51 to 66% cents per 100 
Pounds, carload, and from 66% to 74 cents per 100 pounds, in 
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less-than-carload lots, as well as its class rates on those com- 
modities from Philadelphia to Boston, which range from 55% 
to 66% cents per 100 pounds, carload, and from 66% to 92% 
cents per 100 pounds less-than-carload, are unjust and unrea- 
sonable, and that the carload rates on all port-to-port traffic 
moving between Boston and Philadelphia are unjust and un- 
reasonable. 
The rates prescribed are as follows: 

REASONABLE MAXIMUM -RATES ON WOOL AND RELATED 


ARTICLES BETWEEN BOSTON AND PHILADELPHIA. 
(In Cents Per 100 Pounds.) 


Boston to Philadelphia 

Commodity. Philadelphia. to Boston. 
Wool in grease: 

RE I, ost c's na ciory awn eaeren hn aiewe ees eee 40 40 

RPI 2c was asestei pois nile aiteowe-orse elvaiarilelpecaye oe wnabane sare 581% 58% 
Wool, scoured: 

EE BOI = 5. cicicy o's ra.s: os eros ea meoeeaalemen anne 48% 48% 

ee Re ee eT ee ee ee 65 65 
Noils: 

Se mRITINOUINET TOUR 5:0; toiavodanto\ oie du -o'n weiss rm raloieue inl worse renee aik 1814 48% 

PN IINOII, So sisc a ecstire-s-owiw'a scie Sion ip ard ea isomer 65 65 
Tops: ‘ 

RRR, ONIN) coi fecha wise, Gia esi oars a looms es Deh eI aaa 58% 58 le 

a CE so fac io: 61335 0: 60 acrgr ora er ere atin Wei nie @aleeie wees 65 65 
Waste: 

NPR, RO oa sce colons Miike baa ae coe a axore RIM RS 45 45 

Less carload ...... Ecieseiie rest cosanan Dita ia lane mans ened. Wictope cg sees bd 55 


(a) Minimum carload weight, 10,000 Ibs. 
(b) Minimum ecarload weight, 16,000 Ibs. 
The above rates apply on the commodities as described and set 
th in Merchants and Miners Transportation Company Tariff S. LB. 


for 
71, in effect at the time of the hearing. 
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IRON AND STEEL TO PACIFIC 


The Trafic World Washington Bureau 


Announcement has been made in New York that the Chicago, 
Milwaukee & St. Paul has prepared tariffs reducing rates on iron 
and steel from Chicago and Pittsburgh to Pacific Coast ports, 
from 71 to 50 cents per 100 pounds, for export to China, Japan, 
and the Philippines. At the time the announcement was made 
nothing was known at the Commission about any such move. 
The tariffs had not reached its files nor had the Milwaukee asked 
permission to make the reduced rates operative on less than 
statutory notice of thirty days. 

This reduction, if proposed, will be regarded as a further 
bid by the railroads for a share of the traffic that is now moving 
or supposed to be moving through the Canal on low rates made 
by coastwise ships. The Milwaukee alone could not reduce the 
rate from Pittsburgh. It might, however, make a proportional 
rate from Chicago, to be used on steel coming from points east 
thereof, so arranged that the proportional, when added to the 
local of the eastern connection, would have the effect of extend- 
ing the reduction to the recognized center of iron and steel pro- 
duction. 

‘Shipping men in New York, assuming that the Milwaukee 
will be able to put through its plans, have made up tables show- 
ing the total charge on exported iron or steel, moving through 
the different ports on an ocean rate of $8 per long ton from Atlantic 
and Gulf ports and $5 a ton from Pacific ports. The table is as 



































follows: 
Krom From 
. From Pitts- Youngs- From Bir- 

Via— Chicago. burgh. town. mingham. 
New York— 

EES te ee 47.5 28.5 31.5 48.5 

SI sooo sso eaersn rerwiatonens 35.5 35.5 35.5 35.5 

NIN 55 3i'sl oc ccate wioss roams 64.0 67.0 84.0 
Philadelphia—- 

RUPEE socsie 3rk s wisiee:a'o\e aims wratavereieans 26.5 29.5 45.5 

NUE ire i awl cece ain sews 35.5 35.5 85.5 

Co Se a ae ree 62.0 65.0 81.0 
Baltimore 

MINE eters) pretonn Cea reracenmies hare res 25.5 28.5 43.5 

SOON ieic tein ae Rone ears 35.5 35.5 35.5 

MIRAE. 525 <6 0 10-4 6:o Se sare atop acess 80.0 61.0 64.0 79.0 
New Orleans— 

BRM Ko oie res tovere SWiwlw nee es 46.5 51.5 10.0 21.5 

ROPINIIIR 255g: 22 gm canola hipaa a ibe hranate v4 ioe 35.5 35.5 35.5 35.5 

TR. 55-5. 6-t. eae nweeeeese 82.0 87.0 75.5 57.0 
Mobile— 

Tc 2 os ores % orpeeiereae anaes waren 46.5 51.5 40.0 19.0 

MIMI «sane: ign coer eco a letanctaxcionelere 35.5 35.5 35.5 35.5 

I. 655 iirc siaese lao aco nie eters 82.0 87.0 76.5 54.5 
Pacific Coast— 

WEIN. Sigiearwinte onise wis arava wibiniea wes 71.0 80.0 80.0 71.0 

Ocean (present) ..... Reread 25.0 25.0 25.0 25.0 

LE ee ree 96.0 105.0 105.0 96.0 
Pacific Coast— 

RE ena ne ee eee eee 50.0 59.0 59.0 50.0 

Ocean (proposed) .......6c. 25.0 25.0 25.0 25.0 

SMG okinawa ee 75.0 84.0 84.0 "15.0 


CONVERSION OF BATTLE CRUISERS 


President Powell of the Emergency Fleet Corporation has 
announced that if the Hughes plan for limitation of naval arma- 
ment is accepted, it will be practicable to convert battle cruisers 
the United States now has under construction into fast pas- 
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senger liners for service between the United States and Europe. 
The government has six battle cruisers under construction or 
planned for building. Mr. Powell said the vessels would be non- 
sinkable because of the bulkhead construction. 


HOOVER’S TKANSPORTATION DIVISION 


The Trafic World Washington Bureau 


The first authoritative statement as to the scope of the work 
of the Transportation Division established recently by Secre- 
tary Hoover, of the Department of Commerce, was made this 
week by E. S. Gregg, chief of the division. 

“The Transportation Division offers a threefold service,” 
said he. “It is prepared to assist importers and exporters in the 
solution of concrete inland and ocean traffic problems; to ship- 
ping companies and the Shipping Board it furnishes basic in- 
formation, heretofore not readily available, on the volume of 
trade and the tonnage on the various routes as related to the 
establishment or maintenance of steamship services; and to the 
general public its service consists in publishing fundamental 
facts, without which there can be no intelligent solution of the 
problems of our merchant marine. 

“Exporters and importers have frequently incurred large 
losses because of improper methods of packing, routing and ship- 
ping their goods. In the interests of our foreign trade it is nec- 
essary that shipments go forward promptly and economically. 
The transportation division has been organized to aid the ship- 
pers of the country in the solution of their traffic problems. 


“The services of the division have been placed at the dis- 
tosal of shippers and receivers, traffic organizations, mercantile 
associations and technical bodies. Information and advice are 
furnished on rates, routes, packing, warehousing and other trans- 
portation problems. A file of ocean, rail and inland-water rates 
on import and export commodities is being built up, which en- 
ables the division to furnish information concerning all kinds of 
rates. 

“A manufacturer in Michigan wanted to know the railroad 
rates or the joint rail and inland water rates to the various ports 
in order to determine the cheapest way to send his machinery— 
a dollar-and-cents service easily supplied by the transportation 
division, but not available elsewhere except at a price. Further- 
more, the division can advise the manufacturer in Michigan or 
any other state how cheaply his domestic competitor in Wis- 
consin or Ohio can lay down machinery, or any other article, at 
the various ports—information of great value from the competi- 
tive standpoint. The division will be able shortly to furnish rates 
on various commodities from, say, Liverpool to Buenos Aires, 
along with those from American ports to Buenos Aires, thus giv- 
ing the American manufacturer an indication of how to meet 
the terms of his foreign competitor. 


“Arrangements have been made with freight traffic commit- 
tees in the various territories of this country to secure ad- 
vanced information on proposed rate changes affecting import 
and export commodities, and with the various railway associa- 
tions and the Bureau of Railway Economies to secure and dis- 
seminate transportation data. 


“The taxpayers of the United States have invested nearly 
$4,000,000,000 in shipping, and in addition hundreds of millions 
of dollars have been put in shipping ventures and shipyards by 
private companies. Heretofore our trade information has been 
collected and published from a commercial viewpoint and largely 
in terms of value. The transportation division was organized to 
furnish basic information as to the volume of cargo moving over 
the principal trade routes of the world in order that the neces- 
sary steamship services might be established as an aid to our 
trade. Since all sections of the business community are vitally 
interested in the proper solution of our shipping problems, the 
transportation division hopes to have complete co-operation. 

“Aid is given to shipping companies with reference to port 
conditions and facilities, bunkering stations, the volume of over- 
seas cargo shipments, the extent of foreign competition, and the 
like. With the advice of the American Steamship Owners’ Asso- 
ciation, a report on foreign steamship fuel stations is to be pre- 
pared. Another, for handy reference, concerning the depth of 
water in various ports is contemplated. Steamship operators 
can be furnished with the latest changes in regulations and dues 
in foreign countries and with existing legislation concerning 
shipping. The division is able to furnish steamship companies 
with basic information concerning imports and exports in long 
tons, by port of origin and destination—data heretofore not avail- 
able and invaluable to steamship operations. The division is in 
a position to advise concerning the establishment of new or the 
maintenance of old steapship services in so far as trade facts 
and the performance of vessels are concerned.” 





MEETING OF SHIP OPERATORS 
A “get-together” meeting of ship operators in the United 
Kingdom trade from north Atlantic, south Atlantic and Gulf 
ports was held at the offices of the Shipping Board in Wash- 
ington, December 5. W. J. Love, vice-president of the Fleet 
Corporation, in charge of traffic, presided at the conference, 
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which was attended by about fifty operators and assistants. 
Mr. Love said rates were not discussed in the conference, 





SHIPPING BOARD CLAIMS 


The Shipping Board, in a report to the Senate in response 
to a resolution, stated that unpaid claims and debts of the board 
aggregated $350,374,358 on September 30 and that the board had 
$130,830,000 available to meet such indebtedness. Claims pend- 
ing against the board were given as $292,155,843. 


BUILDING OF SHIPS 
On November 1, 1921, private American shipyards were 
building or had under contract to built for private shipowners 
114 steel vessels of 319,426 gross tons, compared with 120 steel 
vessels of 365,686 gross tons, on October 1, 1921. These figures 
do not include government ships or ships building or contracted 
for by the United States Shipping Board. 








TO REPEAL SECTION 34 


Representative Burton of Ohio has introduced a bill (H. R. 
9352) providing for the repeal of section 34 of the merchant 
marine act. Mr. Burton said he was in thorough accord with 
President Harding’s reference to this section in his message to 
Congress. 


FORMER GERMAN VESSEL SOLD 
President Powell of the Emergency Fleet Corporation has 
announced the sale of the Callao, former German vessel, to the 
Robert S. Dollar Company for $375,000 cash. The vessel had 
been appraised at $400,000. The Dollar company will convert 
the ship into an oil burner and, it is understood, will lease it to 


the Admiral Line for operation on the west coast of the United 
States. 





SHIPPING BOARD VESSELS FOR SALE 


Commissioner Benson of the Shipping Board has announced 
that, in the interest of developing Diesel engine driven tonnage, 
the board will offer for sale twenty of its vessels to purchasers 
who will agree under bond or other satisfactory guarantee to 
install full Diesel propelling machinery in such vessels. This 
installation in a 10,000-ton vessel will cost about half a million 
dollars, it is estimated. Diesel tonnage is selling abroad at from 
$60 to $80 a ton. 


SOUTHERN PACIFIC CASE REOPENED 


The Trafic World Washington Bureau 


The Commission has reopened No. 6606, the application of 
the Southern Pacific to extend its steamship service to Port 
Arthur and other Texas ports, including Houston. The reopen- 
ing was ordered on application of the Boston Chamber of Com- 
merce, Houston Chamber of Commerce, and Houston’s City 
Government and Harbor Board. They opposed an extension of 
the service, but have changed their position and asked that the 
order be modified so as to permit it. 


MISSISSIPPI CENTRAL SERVICE 


The Mississippi Central Railroad has extended its opera- 
tions into Mobile, Ala., having acquired under lease the branch 
line of the Gulf, Mobile & Northern Railroad, extending from 
Hattiesburg to Beaumont, with trackage rights over the main 
line of the G. M. & N. from Beaumont to Mobile, Ala., a dis- 
tance of 69 miles. The G. M. & N. ceased operation of the 
branch line from Hattiesburg to Beaumont, August 15. 

Effective the same date, a physical connection was estab- 
lished with the Louisiana & Arkansas Railway, operating into 
Vidalia, La., which is directly across the river from Natchez, 
Miss. The freight schedules of the two lines were unified so as 
to form a continuous through movement of freight and Shreve- 
port and other L. & A. junctions to Hattiesburg, Miss., and Mo- 
bile, Ala., at which points connections are made with the South- 
ern Railway and Louisville & Nashville Railroad. 

Under this arrangement a new direct route is opened for the 
handling of freight traffic between the southeast, southwest and 
west. The new route has established outside agencies at Kan- 
sas City, Oklahoma City, Dallas, Mobile and Atlanta. Under the 
new arrangement freight is put across the Mississippi River by 
ferry at Natchez without a break and a through, continuous 
movement is, therefore, available from Shreveport or other L. & 
A. junctions to Hattiesburg and connection with the Southern 
Railway System, and to Mobile and connection with the Louls- 
ville & Nashville Railway. 





K. C. M. & O. LOAN 


The Commission has granted authority to William T. Kem- 
per, receiver of the Kansas City, Mexico & Orient Railroad Co., to 
issue a receiver’s certificate for $2,500,000 for pledge with the 
Secretary of the Treasury for a loan of like amount authorized 
by the Commission. Commissioner Daniels, who dissented from 
the order authorizing the loan, noted his dissent. 
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WESTERN GRAIN CASE 
The Trafic World Washington Bureau 


The Commission has assigned the petition of the railroads 
for a rehearing in 12929, the western grain rate case, for argu- 
ment at 10:30, December 14, the day and hour it begins its 
general inquiry. Setting down for argument the petition for 
rehearing at that time is regarded as almost the same as a 
grant of the prayer of the railroads. The fact that there is to 
be a discussion of the petition for rehearing at the same time 
that the general inquiry is begun brings about an official con- 
nection between the two cases which they have not heretofore 
had. 


Any hope the railroad executives might have had that the 
men who initiated, prosecuted, and won No. 12929, commonly 
known as the western grain rate case, would agree to their 
plan to have a nation-wide ten per cent reduction on farm prod- 
ucts substituted for the orders of the Commission decreeing 
larger reductions on grain, grain products, hay and straw in 
the western and mountain-Pacific groups, was dispelled, Decem- 
ber 6, when Clyde M. Reed, chairman and traffic counsel for the 
Public Utilities Commission of Kansas, the body that started 
the case, filed his answer to their application for reopening the 
initiation of a general inquiry (whch has been ordered) and 
the substitution. Reed devoted himself entirely to the applica- 


_ tion for reopening, ignoring the other matters in the application 


of the executives. 


After saying that the Kansas commission protested against 
granting a rehearing, and setting forth the reasons given by 
the Commission for holding that rates would be unjust and 
unreasonable for the future, Reed, in support of his protest, said: 


That the petitioners’ application for a rehearing is in substance 
an offer to compromise the decision in I. C. C. Docket No. 12929 and 
the subsequent order, and a request that the Commission stultify itself 
by receding from its original position and ordering a reduction of 10 
per cent on all farm commodities after a specific finding by that 
tribunal of unreasonableness and the extent thereof. 

That the petitioners fail to show any change in conditions or any 
additional facts which were not before the Commission at the time of 
the original hearing. h 

That the petitioners in their application for rehearing proceed on 
the theory that the reductions were made solely in view of the eco- 
nomic condition of the agricultural industry, ignoring the most potent 
factor of the decision, and that is the finding of the Commission that 
the transportation rates would be for the future unjust and unreason- 
able to a certain specific extent. 

That the petitioners’ position in this case is tantamount to an 
admission that the rates on all farm products are unreasonable, and 
in view of this the question alone to be determined is the extent of the 
unreasonableness. As far as grain, grain products and hay are con- 
cerned the extent of unreasonableness has been determined by the 
Interstate Commerce Commission in I. C. C. Docket No. 12929. 

_ That the petitioners’ application for a rehearing fails to state suffi- 
cient grounds to warrant the reopening of this case. 

Therefore the Public Utilities Commission of the State of Kansas 
prays that the application of the carriers for rehearing in I. C. C. 
Docket No. 12929 be denied. 


THE AGRICULTURAL REDUCTION 
The Trafic World Washington Bureau 


Arrangements whereby the carriers may carry out their plan 
to make a nation-wide ten per cent reduction on all articles in 
the agricultural list were completed and announced by the Com- 
mission December 3. Three orders on the subject were issued. 
All are permissive. In form they are like those put out to enable 
the carriers to take the benefits of the Commission’s report on 
Ex Parte No. 74. 


The first is special permission No. 55,940, authorizing the re- 
duction on grain and grain products and hay to be made on one 
day’s notice throughout the country, on one day’s notice on the 
rest of the articles in the list except to New England, and on 
five days’ notice to that part of the country. This filing must be 
done, if at all, by December 31. 


The second is a general order modifying all outstanding un- 
expired orders of the Commission, whether or not effective on the 
date of this order (December 3), and all suspension orders, to the 
extent necessary to permit the proposed ten per cent reduction 
to be applied to rates and charges authorized or prescribed in 
or maintained or held by virtue of outstanding orders. 

The third is fourth section order No. 8112, authorizing such 
departures from the provisions of the fourth section as may be 
hecessary to make effective the proposed ten per cent lowering 
or rates on what the Commission calls products of the farm, 
garden, range and orchard. 

The special permission authorizes the railroads to disregard 
the tariff filing rules to the extent necessary to enable them to 
file master tariffs such as were used in Ex Parte No. 74. Each 
tariff carrying rates on the products falling within the list of 
commodities on which the executives offered to make the ten 
ber cent reduction will have attached to it a table of figures 
arranged in two columns from which a shipper can learn that if 
his present rate is $1 and it has not been decreased since Sep- 
tember 1, 1920, it will be only 90 cents on and after the effective 
date of the supplement. 

_ In the exceptions the supplements will show that the reduc- 
tion will not apply to the separately published rates for back- 
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haul or out-of-line hauls, terminal services or facilities, weighing, 
diversion, reconsignment, lighterage, floatage, storage (including 
track storage), transfer, demurrage, car service, refrigeration, 
icing, elevation or other special or accessorial service; to the 
minimum charge of $15 per car, and the minimum class rates. 
when published as such. 

Where rates are made by the addition of arbitraries, to or 
1.0m base points in Connecticut, Massachusetts, Maine, New 
Hampshire, Rhode Island or Vermont such arbitraries will not 
be reduced. 

The preceding paragraph was put in so as to make certain 
that the reduction would not apply on traffic within New Eng- 
land or from that section. The reduction will apply on rates into 
New England, but not on traffic within that territory or there- 
from. That reservation was made because the New England car- 
riers are supposed to be in worse financial condition than in any 
other part of the country. 

This special permission and the other orders supplementing 
it are to be used by the carriers, if at all, before December 31. 
The lower rates are to remain in force for six months. 

While the terms of the order modifying outstanding and un- 
expired orders of the Commission, whether effective on Decem- 
ber 3 or not, may seem to be broad enough to enable them to 
disregard the order of the Commission in the western grain 
rate case, the carriers do not understand that it relieves them 
from the mandate in that case, under which lowered rates on 
grain and grain products, hay and straw, are to be made effect- 
ive not later than December 27. Nor does the Commission so 
interpret it. 

That fact, however, did not disturb those who recalled that 
the carriers, in their application for reopening of the western 
grain rate case, asked the Commission to allow the substitution 
of the 10 per cent nation-wide reduction for the greater reduc- 
tions ordered in that case. They had no reason to doubt that in 
the routine of business the Commission would reopen that case 
and suspend the operation of its order “until the further order 
of the Commission.” The point was made by those who discussed 
the question as to whether the order: modifying outstanding 
orders of the Commission was sufficient to permit disregard of 
the order in the western grain rate case, that disregard of the 
order in that case was not necessary to enable the carriers to 
make a ten per cent reduction in the west, before the effective 
date of the order in the formal case. 

The order in the western grain rate case could not have been 
set aside or suspended, on reopening proceedings, by the time 
the orders smoothing the way for the ten per cent reduction were 
put out. Under the rules of the Commission the adverse party 
to an application for reopening is entitled to ten days from the 
service of the application for reopening to answer the representa- 
tions made by the applicant for reopening. Under that rule the 
attorneys who represented the complainants in the western case 
had until December 6 to file their objections, if any, to the pro- 
posal of the carriers for reopening and substitution. 

It is well known that the executives who conferred with the 
commissioners on November 12 obtained the impression that the 
latter would look with favor on substitution of the ten per cent 
nation-wide reduction for the heavier cut in the west. When they 
met in New York four days later they acted on the belief that 
the Commission would agree to the substitution. Had they not 
had that belief they would not have proposed the ten per cent 
nation-wide lowering of rates on all agricultural products. 

If the executives misjudged the attitude of the commission- 
ers they will be in a position to withdraw the offer of a ten per 
cent nation-wide reduction. They are under no compulsion to 
file the tariffs making the ten per cent cut. In the event that at 
any time prior thereto they should learn anything leading them 
to believe that the Commission would not allow the substitution 
of the ten per cent cut for the heavier one in the west they could 
stop the machinery they have set in motion and decline to act 
under the permissive orders promulgated December 3. They 
have control of the situation. The Commission, it was pointed 
out in the discussion following the promulgation of the permis- 
sive orders, could insist on compliance with its order in the west- 
ern grain rate case, operative December 27. It was also pointed 
out that the railroad executives could insist on the substitution 
of the ten per cent cut for the western reduction as the price of 
the nation-wide relief to the farming industry with as much posi- 
tiveness as the Commission could insist on obedience to its order 
in the western case. 


But, as before indicated, there was nothing known at the 
time the permissive orders were issued that would warrant any 
one in believing that, in the course of routine, the Commission 
would not reopen the western grain case and postpone the opera- 
tive date of its order until the further order of the Commission, 
if it did not care absolutely rescind it. 

The text of the special permission, exclusive of the details in 
the attached exhibits showing how the blanket or master supple- 
ments are to be made up, is as follows: 


Whereas, Carriers having requested permission to make a tem- 
porary reduction of ten (10) per cent in the freight rates on cer- 
tain products of the farm, garden, range and orchard effective on 
short notice at as early a date and in as inexpensive a manner as 
possible; and, 

Whereas, Carriers have requested such modification of the 
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tariff rules of the Commission as will permit the filing of master- 
tariffs and special supplements to freight tariffs in abbreviated 
form; and 

it appearing, That the Commission’s rules and regulations, 
Tariff Circular 18-A, in section (b) of rule 4, require tariff pub- 

,lications to show the forms and numbers of, powers of attorney 
and concurrences under authority of which participating carriers 
are named; in section (i) of rule 4 require an explicit statement 
of rates, in cents or in dollars and cents, per 100 pounds, per 
barrel, or other packages, per ton or per car, together with the 
name or designation of the places from and to which they apply: 
in section (e) of rule 9 limit the number of, and the volume of 
effective supplements to any tariff and forbid supplements to 
tariffs issued in loose-leaf form, and tariffs of less than five pages; 
in section (h) of rule 9 provide that no other kind of supplement 
other than a bridge supplement may be made effective within 
thirty days from the effective date of the tariff supplemented: in 
section (a) of rule 54 provide that rates filed must be allowed to 
go into effect, and cannot be changed for at least thirty days after 
the date when the rates have become effective; and in its suspen- 
sion orders prohibit reductions in rates sought to be reduced by 
rates which are under suspension; 

It is ordered, That the provisions of Tariff Circular 18A in 
rules 4 (b), 4 (i), 9 (e) and 54 (a), and of suspension orders, be, 
and they are hereby, temporarily waived in the particulars here- 
inafter set forth. 

It is further ordered, That the said reduced rates on traffic 
to New England, except on grain and grain products and hay, may 
be made effective upon posting and filing in the manner required 
by law on five (5) days’ notice and on all other traffic, including 
grain and grain products and hay to New England, may be made 
effective upon one (1) day’s notice. 

It is further ordered, That carriers or their agents be, and they 
are hereby, permitted to file tariffs of reduced rates and special 
connecting link supplements to rate tariffs referring to the tariff 
of reduced trates to provide for the changes in rates requested, 
provided that such tariff of reduced rates and special connecting 
link supplements shall be issued substantially in the manner and 
form shown in exhibits A and B attached hereto and made a 
part hereof. 

It is further ordered, That carriers be, and they are hereby, 
permitted to file exceptions to classifications and regular supple- 
ments to freight tariffs which shall explicitly publish the said 
reductions in rates in manner and form required by section (i) of 
rule 4 of Tariff Circular 18A, without regard to the number of or 
volume of the effective supplements to the tariffs thus supple- 
mented. Such supplements shall contain references to authorities 
of the Commission as shown on the title page of Exhibit A and 
shall contain substantially the following: 

“Bffective......: Sm Pree the rates on..........shown 
im item Ne... <i; tor mage Noe... .6<s. of tariff, or page 
|. SPE of supplement No........ ) are hereby suspended. 

In lieu thereof the rates shown herein apply and will ex- 

pire with ee RR ert era 

(here show date immediately following date of expiration), 

the rates named in this tariff and effective supplements 

(or in tariffs subject hereto) will again apply.’’: 

It is further ordered, First: That such special connecting link 
supplement may be designated as supplement to one or more 
tariffs. including loose-leaf tariffs of less than five pages when 
desirable, may be filed without regard to the number of or the 
volume of the effective supplements to the tariff thus supple- 
mented; 

Second: That such special connecting link supplement shall 
be posted with each tariff to which it is a supplement, as required 
by the Commission's order of October 12, 1915; that such tariffs 
of reduced rates and supplements to classifications containing the 
reduced tables of rates shall be regularly posted and that tariffs 
of reduced rates shall remain posted at all stations at which the 
special connecting link supplements making reference thereto are 
posted until such supplements have been specifically canceled; 

Third: That such special connecting link supplement may not 
contain any matter other than the provisions for reducing rates 
referred to; 

Fourth: That no special supplement, issued in the form herein 
authorized to be filed, shall at any time be reissued in like form 
unless authorized by special permission of the Commission: 

Fifth: That each such special connecting link supplement, 
Which does not bear an expiration date, shall be canceled by the 
first rate supplement filed after the tariff of reduced rates has 
expired and if no regular rate supplement is filed within sixty 
(60) days from such expiration date, by a special supplement is- 
sued for the express purpose of making cancellation. Such spe- 
cial cancellation supplement may be issued without regard to the 
requirements of rule 9 (e) of Tariff Circular 18A and shall bear 
reference to this special permission. The supplement making the 
cancellation shall contain the following: 

“Tariff of Reduced Rates.........., | Re a, baa Se 
having expired with 
is canceled to clear the records.” 

It is further ordered, That tariffs made subject to the tariffs 
of reduced rates and which are entitled to a supplement under 
rule 9 (e) of Tariff Circular No. 18A may be supplemented for the 
purpose of reissuing rates and of making ordinary changes in 
rates, and to provide in connection therewith that such rates are 
subject to the table of reduced rates. Each such supplement shall 
bear at the top of its title page the following notation in kold 
type, viz.: 

“Certain rates named in this supplement are subject 
to reductions as shown in connection therewith.” 

It is further ordered, That tariffs made subject to a tariff of 
reduced rates may be reissued and such reissue made subject to 
the tariff of reduced rates by a supplement numbered 1 thereto 
filed with and effective on the same date as the tariff. 

This special permission is void except as to the next 
preceding paragraphs if schedules issued hereunder 
with the Commission on or before December 31, 1921. 


two 
are not filed 


The order modifying the outstanding and unexpired orders 
of the Commission so as to make smooth the way for the re- 
duction supplements is as follows: 


It appearing, That the carriers in Official, Southern and West- 
ern Classification territories have proposed a general reduction for 
an experimental period of six months of approximately 10 per cent 
on certain produces of the farm, garden, range and orchard: 

It further appearing, That it is necessary to secure a modifica- 
tion of all outstanding unexpired orders of this Commission af- 
fecting rates on the commodities named to, from and between 
points in the territory described, but not between points in New 
England, and the said carriers, by their agents W. J. Kelly, W. S. 
Curlett, N. W. Hawkes, J. H. Glenn, J. J. Cottrell, W. P. Emerson, 
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F. L. Speiden, R. H Countiss, I) W. Gomph, A. C. Fonda, F. A, 
Leland, E. P. Boyd and S. J Henry, have filed a petition for suck 
modification, in order that they may proceed with the publication 
of reduced rates on the basis in question; 

It is ordered, That all outstanding unexpired orders of the 
Commission, whether or not effective upon the date of this order, 
authorizing’ or prescribing rates and charges which have or have 
not been published at the date of this order, and all outstanding 
suspension orders, be, and they are hereby, modified to the extent 
necessary to permit the proposed reductions referred to in the 
preceding paragraph, to be applied to the rates and charges au- 
thorized or prescribed in or maintained or held by virtue of said 
outstanding orders: but that in all other respects said orders shall 
remain in full force and effect. 

It is further ordered, That all tariffs or supplements changing 
rates now maintaind or held by virtue of outstanding orders of 
this Commission shall bear on their title page the following: 

“Rates shown in this supplement (or tariffs supplemented 
hereby), published under authority of outstanding orders of the 
Interstate Commerce Commission, are reduced herein under au- 
thority of order of the Interstate Commerce Commission entered 
December 3, 1921.” 


UNCERTAINTY AS TO RATES 


The Trafic World Washington Bureau 

Agitation for lower freight rates and the probability that it 
will result in a measure of success is causing a slowing ‘up of 
business such as President Harding did not expect, it is believed, 
when he began it in his address to Congress in April. The 
slowing up has been forced on official attention and commented 
on, particularly in Secretary Wallace’s official newspaper, the 
Market Reporter, of the Department of Agriculture. Revision of 
the tax law, it is believed, also has contributed to the slowing 
up. A further belief is that toward the end of the month it will 
cause the volume of freight to shrink perceptibly. Times, how- 
ever, have been so abnormal that the weight to be assigned to 
the freight rate factor in the problem of restoring normalcy is a 
matter of uncertainty. 

In its review of the hay and feed market for the week end- 
ing November 26, reported in the Market Reporter of December 
3, Secretary Wallace’s staff said the hay market situation “was 
rather unsettled.** The expected reduction in freight rates et- 
fective November 21 did not materialize and much of the trade 
is still holding off both shipments and purchases until freights 
are lower.” 

Verbal declaration by grain and hay traffic managers, since 
November 20, have been to the effect that grain men who acted 
on the assumption that lower rates would go into effect No- 
vember 20 in the Western and Mountain-Pacific groups suffered 
severe losses because they were not able to make deliveries on 
contracts made on the theory that the reduction would take 
place on that day. They could not make deliveries without ab- 
sorbing the differences between the rates that were in effect 
and those which would have become operative had the carriers 
acted on the advice given in the report in the Western Grain 
Rate case. 

Further uncertainty fell on the grain men December 3 when 
the Commission issued its special permission authorizing the 
carriers to make a general reduction of ten per cent on all 
products of the range, farm, garden, and orchard, without say- 
ing anything about whether that ten per cent reduction would 
be accepted as a substitute for the heavier cuts in the Western 
and Mountain-Pacific groups ordered November 21, to be opet- 
ative December 27. The grain men, especially those who were 
burned on their pocket nerves through their erroneous assump)- 
tion that reductions would take place. November 20, were re- 
ported as holding off, as Secretary Wallace’s Market Reporter 
said the hay men were doing, until they could obtain informa- 
tion as to the substitution of the ten per cent reduction for the 
heavier cuts west of the Mississippi, which, under the terms ol 
the Commission’s order of November 21, must be made operative 
December 27, tariffs for which must reach the files of the Com- 
mission not later than December 22, to enable the carriers to 
comply with the order to give five days’ notice. 

A short time ago reports came to the National Coal Asso- 
ciation from several cities in the middle west that retailers 
of coal had quit buying from the mine operators because they 
had been advised by a man named Stevens, signing himself 
president of some kind of an association of retailers, saying 
that reductions varying from eight io twelve per cent would 
be announced in “three or four days.” The telegrams, as re- 
peated to the National Coal Association, did not purport to show 
the authority that the sender of the messages that had caused 
the stoppage of orders for coal might have thought he had tor 
the declaration. The National Coal Association could not identify 
the sender of the message. All it found out about the matter 
was that the uncertainty caused by the message had produced 
a cessation of buying by retailers who had been negotiating [or 
coal. 

How much of the shortage in coal production, if any, is 
attributable to the uncertainty is only a matter for speculation. 
The operators who repeated the Stevens message to the Na- 
tional Coal Association knew that orders were held up, for the 
time being, anyhow. Their experience has been that wiien 
orders are canceled because of rumors of that kind, they are 
seldom reinstated for the ful! amount. The production of sof! 
coal this year has been away behind that of any recent year, 





Dece 


To d 
tons. 
was 

but 

inclt 
war, 
Novs 


the 
wee! 
info 
whe 
inte 
mon 
way 
agri 
Tha 
pub 
ing 
alte 
cert 
fuse 
be 
the 


clea 
rate 
visi 
or | 
the 
tion 
to t 
mis 
the 
riel 


PE 


tiol 
tor: 
De 
Ind 
cen 
the 
cat 


tra 
Ro 
Th 


Wa 
ing 
red 
tio 
the 

Ma 
mi 
eri 

bei 
pul 
an 
ap] 
cor 
rat 
po; 
fre 
CO! 
th: 
re 
th 


of 





De 
such 
‘ation 


f the 
order, 
have 
nding 
Xtent 
n the 
S au- 
F said 
shall 


nging 
rs of 
ented 
f the 
r au- 
itered 


Bureau 


hat it 
up of 
lieved, 

The 
ented 
r, the 


ion of ° 


owing 
it will 
how- 
ied to 
visa 


x end- 
2mber 
“was 
es et- 
trade 
eights 


since 
acted 
t No- 
ffered 
ies on 
| take 
ut ab- 
effect 
rriers 
Grain 


when 
ig the 
on all 
it say- 
would 
estern 
oper- 
) were 
ssum)p- 
re re- 
porter 
forma- 
or ‘the 
‘ms of 
arative 
> Com- 
ers to 


Asso- 
tailers 
e they 
limself 
saying 
would 
as re- 
» show 
caused 
ad for 
Jentify 
matter 
oduced 


ing for 
any, is 
lation. 
he Na- 
for the 

when 
ey are 
of soft 
t vear. 





December 10, 1921 


To date it has been not more and probably less than 375,000,000 
tons. In the week ended Nevember 26, it fell to 7,083,000, which 
was 1,811,000 tons below the mark for the preceding week. Part, 
put not all, that falling off, was due to the fact that that week 
included Thanksgiving Day. Ten million tons, even defore the 
war, was considered an average for a week in October and 
November. 

The chances are that the uncertainty will continue until 
the end of the year, even if announcements are made within a 
week, because, notwithstanding the boasted quick distribution cf 
information in this country, it is a fact that the information, 
when distributed, is not always complete enough to enable those 
interested to base plans.on it that means the expenditure of 
money. The special permission issued December 3 to clear the 
way for the ten per cent reduction, except.in New England, on 
agricultural products, it is believed, is a good case in point. 
That permission is intended to remove every obstacle tariff 
publishing agents might encounter, in the way of rules for mak- 
ing tariffs, and outstanding orders of the Commission. Yet, even 
alter keen traffic men had read it they were uncertain what 
certain provisions meant. The grain men were especially con- 
fused by the exceptions carried in the form of supplements to 
be issued, which seemed to exempt the southern states from 
the application of the ten per cent reduction. 

The reason for the apparent exemption became reasonably 
clear when they recalled the fact that the south had any quantity 
rates on grain and grain products and that, therefore, the pro- 
visions for tariffs for carriers publishing only carloads or carload 
or less-than-carload rates could not be used in making up tariffs for 
the south. On account of the losses incurred because reduc- 
tions were not made in the west in accordance with the advice 
to the western carriers, the grain men looked at the special per- 
mission with suspicion, which was not lessened when they noted 
the exceptions which had to be included for the benefit of car- 
riers in the south. 


PERCENTAGE REDUCTION ADVOCATED 


The traffic committee of the Illinois Manufacturers’ Associa- 
tion in a report, which, after consideration by the board of direc- 
tors, will be submitted to the general meeting of the association, 
December 13, has approved the action taken by the National 
Industrial Traffic League in recommending ‘a horizontal per- 
centage reduction in all rates, fares and charges,” and suggested 
the sending of a delegation of members to Washington to advo- 
cate that plan at the general rate inquiry. 

The committee is composed of 29 representative industrial 
traffic executives of Illinois, with C. S. Bather, traffic manager, 
Rockford Manufacturers’ and Shippers’ Association, as chairman. 
The report is as follows: 





\ 

The Interstate Commerce Commission has called a hearing in 
Washington, commencing December 14, for the purpose of ascertain- 
ing whether or not the carriers of the country are in a position to 
reduce their freight rates, and also as to the so-called guarantee sec- 
tion of the transportation act, which provides for as near as may be 
the 54% per cent return on the carriers in groups, which expires on 
March 1, 1922, and, thereafter, leaves it to the discretion of the Com- 
mission to fix from time to time the rates of return to the carriers in 
groups; and following the presentation by the carriers, from Decem- 
ber 14 to 21, of their views on the subject, the hearing opens to the 
public on January 9, for cross-examination of the carriers’ witnesses 
and presentation to the Commission of the views of the public thus 
appearing, as to whether or not rates should be reduced on certain 
commodities and what, in the judgment of the public, should be the 
rate of return after March 1. 

Your traffic committee recommends: That we agree with the 
position already taken by the National Industrial Traffic League that 
lreight rates should be reduced simultaneously with reductions of 
costs obtained by the carriers. The membership of our association 
ls so diversified in the kinds of transportation used by its members 
that we believe the only position this organization should take is to 
recommend a horizontal reduction in all rates, fares and charges, so 
that no member of the organization can say that he has been dis- 
criminated against by not having his rates reduced the same as all 
of the members. 

We further recommend that the association send a delegation 

: Washington to advocate these views in the hearing beginning 
January 9, 
We further recommend that these views adopted be sent by you to 
allthe manufacturers’ associations and to prominent chambers of com- 
merce throughout the United States, suggesting, if they agree with 
these views, that they also send delegations to Washington to 
appear and advocate the same viewpoint. 


BOARD ABOLITION AND LOWER RATES 


_ The Wisconsin Traffic League, through its executive com- 
inittee, has adopted resolutions favoring the abolition of the 
Labor Board as a means to bring managements and employes 
closer together, and requesting a reduction in freight, passenger 
and express rates to keep pace with the general decline in the 
Price of commodities. The Labor Board resolution is as follows: 








ne Whereas, The Railroad Labor Board has clearly indicated its oppo- 
a fo any and all intervention on the part of the public. and has 
ailed to abrogate the so-called national agreements, which are re- 


Sponsilile for a large part of the increase in operating expenses: and, 
sai Whereas, Its opinions and orders are not respected by either the 
alway 


ay Managements or their employes, thus proving itself impotent 
Mcompetent of serving the purposes for which it was created; 


one We reas, Its abolishment would evidently do more than any other 
€ thine to bring management and employes closer together; and, 


and 
and, 
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Whereas, It is our opinion that the repeal of the labor provisions 
of the transportation act will be in the best interests of the rail- 
roads, the brotherhoods and the public at large; 

Resolved, Therefore, by the exectuive committee of the Wisconsin 
Traffic League, that it requests of its representatives in Congress of 
the United States that the labor provisions of the transportation act 
be repealed, and the labor board abolished. 


The rate resolution, which suggests no method by which 
the reductions should be made, is as follows: 


Freight, passenger and express rates are still at the highest peak 
in history, and are a large and potential factor in our industrial fabric. 
The cost of transportation has become burdensome and is eating into 
the sales cost to such an extent that it sharply restricts the dis- 
tributing area of all shippers. It should also he remembered that 
conditions which affect shippers adversely are bound to be reflected 
in the carriers’ business to exactly the same extent. 

In view of the general deline in the price of commodities the 
present high level of rates becomes more conspicuous daily, is out of 
all proper relation to commodity values, and is causing grave concern 
as to its economic consequences; and, 

Whereas, It is the view of the members of the Wisconsin Traffic 
League that the time has arrived when such steps be taken as are 
necessary to bring about a reduction ‘of all freight, passenger and 
express rates at an early date; be it, therefore, 

Resolved, By the executive committee of the Wisconsin T'raflic 
League, that we urgently insist upon immediate action being taken 
by railway executives and by express executives looking toward a 
downward revision in freight, passenger and express rates. 


U. S. CHAMBER OF COMMERCE ACTS 


The Trafic World Washington Bureau 


Preparatory to opposing modification of the transportation 
act as proposed by witnesses before the Senate interstate com- 
merce committee, the Chamber of Commerce of the United 
States States, according to an announcement made December 6, 
has sent to members a statement outlining the situation and 
making an appeal to them, if opposed to the proposed changes, 
to “communicate your views at once to your representatives in 
Congress.” 

Joseph H. Defrees, president, in the statement to members, 
pointed out that, by referendum vote when the transportation 
act was being framed, the Chamber had overwhelmingly decided 
in favor of the principle of the rule of rate-making adopted and 
also had declared in favor of regulation of intrastate rates by the 
Commission when such rates affect interstate commerce. 

Enactment of the Capper or Nicholson bills pending before 
the Senate committee, President Defrees said, would “relieve 
the Interstate Commerce Commission of the definite responsibil- 
ity which was placd upon it by the transportation act to provide 
the railroads with adequate revenue, and will remove a safe- 
guard of the utmost importance against government ownership.” 

Action on the amendments proposed with regard to state 
rates should be deferred at least until the Supreme Court has 
decided the cases pending before it in which the questions 
raised by the states are in issue, Mr. Defrees said. 


Discussing the rate-making section, Mr. Defrees said it pro- 
vided no guaranty, as had been charged, but that “the provision 
is exactly what it purports to be—a rule for the Interstate Com- 
merce Commission to keep in mind when it is deciding whether 
or not rates are reasonable.” 

“The law, as it was formerly written,” said he, “provided 
that just and reasonable rates should be fixed by the Interstate 
Commerce Commission, but there was no definition, either direct 
or indirect, as to what rate was either just or reasonable. This 
was found to be a great defect in the law. The transportation 
act remedies this defect and provides that an adequate rate shall 
be returned.” 


In his message to members, in addition to the points cov- 
ered above, Mr. Defrees said in part: 


“In common with the public generally the officers of the 
national Chamber recognize that freight rates are high. They 
recognize, too, that this condition has been brought about by 
the high operating cost of the roads. They feel that the recent 
action of the railways in making a reduction of 10 per cent on 
agricultural products, though no relief has yet been given them 
from the burden of the heavy expenses they have to bear, was 
timely and patriotic. Operating costs and revenues of neces- 
sity are interlinked, and react one upon the other. The officers 
of the Chamber, therefore, feel that the governmental agencies 
controlling these factors should, as rapidly as practicable, take 
steps to reduce both, so that they will be in consonance. 

“The railways are now in a depleted condition. There is 
need for the expenditure of millions of dollars for proper main- 
tenance and equipment. The country is growing in population; 
and there is need and there will be constantly growing need for 
an expansion of the railways. This need for expansion can be 
met only if they can market their securities. If the railways can 
receive no adequate return it is at once obvious that they can- 
not market their securities. The corollary follows that they 
will fall into a dilapidated condition and their facilities will be 
insufficient to supply the public needs. Not only would this be a 
disaster to the railroad as business enterprises, it would be a 
calamity affecting in a most serious way every shipper and every 
consumer. This condition would tend inevitably in the direction 
of government ownership. 


“The Capper bill, S. 1150, contains the following proviso 
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amending paragraph 1 of section 3 of the act to regulate com- 
merce: 


Provided that the provisions of this paragraph shall not be con- 
strued to prohibit any state, through its proper regulatory bodies, from 
exercising full and complete jurisdiction for the regulation of intra- 
= traffic which jurisdiction is hereby expressly reserved to the 

“If this proviso is enacted into law by Congress, the Inter- 
state Commerce Commission will be deprived of all authority to 
regulate intrastate rates and rate regulation will return to the 
chaotic condition which has existed for many years because of 
the conflict of authority between the Interstate Commerce Com- 
mission and the 48 state commissions. 

“The passage of the proposed legislation would be a long 
step backward. It was only after many years following the pas- 
sage of the interstate commerce act, and out of an experience 
showing the absolute necessity of a proper relation between 
inter and intrastate rates, that the Commission rendered its 
decision in the Shreveport case and was upheld by the Supreme 
Court of the United States that intrastate rates must be in a 
proper relation to and not discriminating against interstate rates. 
The provisions of the transportation act, 1920, now brought into 
question, were intended to state clearly the principle involved 
in the Shreveport case. 

“To repeal the two vital provisions of the act which are now 
attacked is to strike at the very foundation of this principle, and 
to overthrow the system of rate-making which the Interstate 
Commerce Commission has developed after long and patient 
study and out of a wide experience. It is the-opinion of some 
able lawyers who testified at the hearings that the proposed 
bills would take from the Interstate Commerce Commission any 
power to prevent discrimination by the states against interstate 
traffic. Experience and wisdom have shown the necessity of the 
interstate rate being paramount and of a yielding of the state 
rate when it discriminates against the interstate rate. The let- 
ter of the proposed statute and the spirit of it seem to make the 
state right paramount and to force the adjustment of interstate 
rates to the rates which may be made by state commissions, and 
it is at least highly probable that this result will be accom- 
plished if the pending bills are enacted into law. 

“The Constitution of the United States has always recog- 
nized the paramount importance of national control of commerce 
between the states. The repeal of those provisions of the trans- 
portation act which assert federal authority over state rates 
would in effect limit national control over interstate commerce 
in every instance where state regulations conflict with interstate 
regulations. 

“Ours is a commercial country. If we would prosper we must 
have adequate transportation service at the lowest cost con- 
sistent with efficiency. The cost of transportation enters into 
the cost of practically everything else; hence waste must be 
eliminated in railroad operation. Conflicting authority between 
49 regulatory bodies inevitably results in waste. If we would 
grow as a nation we must think as a nation and act as a nation 
and maintain federal regulation of railroads superior to state 
regulation.” 


THE PRESIDENT’S MESSAGE 


(Excerpts from the message of President Harding, read to Congress 
December 6.) 


American Merchant Marine 


The previous Congress, deeply concerned in behalf of our 
merchant marine, in 1920 enacted the existing shipping law, 
designed for the upbuilding of the American merchant marine. 
Among other things provided to encourage our shipping on the 
world’s seas, the executive was directed to give notice of the 
termination of all existing commercial treaties in order to admit 
of reduced duties on imports carried in American bottoms. 

During the life of the act no executive has complied with 
this order of the Congress. When the present administration 
came into responsibility, it began an early inquiry into the 
failure to execute the expressed purpose of the Jones act. Only 
one conclusion has been possible. 

Frankly, members of House and Senate, eager as I am to 
join you in the making of an American merchant marine com- 
mensurate with our commerce, the denouncement of our com- 
mercial treaties would involve us in a chaos of trade relation- 
ships and add indescribably to the confusion of the already dis- 
ordered commercial world. 

Our power to do so is not disputed, but power and ships, 
without comity of relationship, will not give us the expanded 
trade which is inseparably linked with a great merchant marine. 
Moreover, the applied reduction of duty, for which the treaty 
denouncements were necessary, encouraged only the carrying 
of dutiable imports to our shores, while the tonnage which un- 
furls the flag on the seas is both free and dutiable, and the 
cargoes which make a nation eminent in trade are outgoing, 
rather than incoming. 

Plan for Ship Subsidy 


It is not my thought to lay the problem in detail before you 
today. It is desired only to say to you that the executive branch 





THE TRAFFIC WORLD 











Vol. XXVIII, No. 24 






of the government, uninfluenced by the protest of any nation, 
for none has been made, is well convinced that your proposal, 
highly intended and heartily supported here, is so fraught with 
difficulties and so marked by tendencies to discourage trade 
expansion-that I invite your tolerance of non-compliance for qa 
very few weeks until a plan may be presented which contem- 
plates no greater draft upon the public treasury, and which, 
though yet too crude to offer you today, gives such promise of 
expanding our merchant marine that it will argue its own 
approval. 

It is enough to say today that we are so possessed of ships 
and the American intention to establish a merchant marine is 
so unalterable that a plan of reimbursement, at no other cost 
than is contemplated in the existing act, will appeal to the pride 
and encourage the hope of all the American people, 


Agricultural Depression 


In the main the remedy (for agricultural depression) lies in 
distribution and marketing. Every proper encouragement should 
be given to the co-operative marketing programs. These 
have proven very helpful to the co-operating communities in 
Europe. In Russia the co-operative community has become a 
recognized bulwark of law and order and saved individualism 
from engulfment in social paralysis. Ultimately they will be 
accredited with the salvation of the Russian state. 

There is the appeal for this experiment. Why not try it? 
No one challenges the right of the farmer to a larger share of 
the consumers’ pay for his product; no one can dispute that 
we cannot live without the farmer. He is justified in rebelling 
against the transportation cost. Given a fair return for his 
labor, he will have less occasion to appeal for financial aid; and, 
given assurance that his labor shall not be in vain, we reassure 
all the people of a production sufficient to meet our national 
requirement and guard against disaster. 

The base of the pyramid of civilization, which rests upon 
the soil, is shrinking through the drift of population from farm 
to city. For a generation we have been expressing more or less 
concern about this tendency. Economists have warned and 
statesmen have deplored. We thought for a time that modern 
conveniences and the more intimate contact would halt the 
movement, but it has gone steadily on. Perhaps only grim ne 
cessity will correct it, but we ought to find a less drastic remedy. 


Readjustment of Freight Rates 


The existing scheme of adjusting freight rates has been 
favoring the basing points, until industries are attracted to some 
centers and repelled from others. A great volume of uneconomic 
and wasteful transportation has attended and the cost increased 
accordingly. The grain milling and meat packing industriés 
affotd ample illustration and the attending concentration is 
readily apparent. 

The menaces in concentration are not limited to the retard- 
ing influences on agriculture. Manifestly the conditions and 
terms of railway transportation ought not to be permitted to 
increase the undesirable tendency. We have a just pride in our 
great cities, but we shall find a greater pride in the nation which 
has a larger distribution of its population into the country, 
where comparatively self-sufficient smaller communities may 
blend agricultural and manufacturing interests in harmonious 
helpfulness and enhanced good fortune. ; 

Such a movement contemplates no destruction of things 
wrought, of investments made, or wealth involved. It only looks 
to a general policy of transportation, of distributed industry and 
of highway construction to encourage the spread of our popula- 
tion and restore the proper balance between city and country. 
The problem may well have your earnest attention. 


Regulation of Labor 


The right of labor to organize is just as fundamental and 
necessary as is the right of capital to organize. The right of 
labor to negotiate, to deal with and solve its particular prob- 
lems in an organized way, through its chosen agents, 1s just as 
essential as is the right of capital to organize, to maintain cor: 
porations, to limit the liabilities of stockholders. Indeed, we 
have come to recognize that the limited liability of the citizen 
as a member of a labor organization closely parallels the limita- 
tion of liability of the citizen as a stockholder in a corporation 
for profit. Along this line of reasoning we shall make the 
greatest progress toward solution of our problem of capital and 
labor. 

In the case of the corporation, which enjoys the privilege 
of. limited liability of stockholders, particularly when engaged 
in the public service, it is recognized that the outside public has 
a large concern which must be protected, and so we provide 
regulations, restrictions and in some cases detailed supervision. 

Likewise in the case of labor organizations, we might well 
apply similar and equally well defined principles of regulation 
and supervision in order to conserve the public’s interests 4 
affected by their operations. 

Just as it is not desirable that a corporation shall be allowed 
to impose undue exactions upon the public, so it is not desirable 
that a labor organization shall be permitted to exact unfall 





rat 


ate 
vic 


Int 
ho 
ch 


ho 


on 


pa 
lik 





Yo. 24 


ation, 
posal, 
tL with 
trade 
for a 
yntem- 
which, 
lise of 
S own 


' Ships 
rine is 
r cost 
> pride 


lies in 
should 
These 
ties in 
come a 
lualism 
will be 


try it? 
hare of 
te that 
2belling 
for his 
d; and, 
eassure 
1ational 


ts upon 
m farm 
or less 
ied and 
modern 
alt the 
rim ne- 
remedy. 


as been 
to some 
‘conomic 
nereased 
.dustriés 
ation is 


e retard- 
ions and 
nitted to 
le in our 
on which 
country, 
ties may 
rmonious 


yf things 
nly looks 
istry and 
r popula- 

country. 


ental and 
. right of 
ilar prob- 
is just as 
ntain cor- 
deed, we 
he citizen 
he limita 
yrporation 
make the 
apital and 


» privilege 
n engage 
public has 
re provide 
upervision. 
night well 
regulation 
iterests as 


be allowed 
t desirable 
act unfair 


December 10, 1921 



























terms of employment or subject the public to actual distresses 
in order to enforce its terms. 

Finally, just as we are earnestly seeking for procedures where- 
py to adjust and settle political differences between nations with- 
out resort to war, so we may well look about for means to settle 
the differences between organized capital and organized labor 
without resort to those forms of warfare which we recognize 
under the name of strikes, lockouts, boycotts and the like. 

As we have great bodies of law carefully regulating the or- 
eanization and operations of industrial and financial corporation, 
as we have treaties and compacts among nations which look to 
the settlement of differences without the necessity of conflict in 
arms, SO we might well have plans cf conference, of common 
counsel, of meditation, arbitration and judicial determination in 
controversies between labor and capital. 

To accomplish this would involve the necessity to develop 
a thoroughgoing code of practice in dealing with such affairs. 
It might be well to frankly set forth the superior interest of 
the community as a whole to either the labor group or the capital 
group. With rights, privileges, immunities and modes of or- 
ganization thus carefully defined, it should be possible to set 
up judicial or quasi-judicial tribunals for the consideration and 
dctermination of all disputes which menace the public welfare. 

In an industrial society such as ours the strike, the lock- 
out and the boycott are as much out of place and as disastrous 
in their results as is war or armed revolution in the domain 
of politics. The same disposition to reasonableness, to concilia- 
tion, to recognition of the other side’s point of view, the same 
provision of fair and recognized tribunals and processes ought 
to make it possible to solve the one set of questions as easily 
as the other. I believe the solution is possible. 

The consideration of such a policy would necessitate the 
exercise of care, of deliberation in the construction of a code 
and a charter of elemental rights, dealing with the relations of 
employer and employe. This foundation in the law, dealing with 
the modern conditions of social and economic life, would hasten 
the building of the temple of peace in industry, which a rejoic- 
ing nation would acclaim. 


CUMMINS INVESTIGATION 


The Trafic World Washington Bureau 


After having read continuously for ten days before the 
Senate committee on interstate commerce from one of the most 
voluminous statements ever prepared for a congressional com- 
mittee, Frank J. Warne, consulting economist for the train em- 
ployes on the railroads of the country, completed his statement 
December 3. The members of the committee who were present 
usually during the reading were senators Cummins and LaFol- 
lette. Senator Poindexter was present some of the time. 

Mr. Warne attacked “inter-corporate”’ ownership of the rail- 
roads and said some of the conclusions he had drawn as to the 
results from that kind of ownership were as follows: 


Inflation of the property investment account, ae 

Over-capitalization, involving the excessive issue of securities. 

Over-expansion of credit. f ? 

Corporate speculation and speculation with corporate funds. 

Centralization or concentration of financial power. 

“Reckless and profligate’ financiering. , ; 

Complex, complicated, intricate, secret and confusing intercorpo- 
rate relations and bookkeeping. ; ; 

Manipulation or ‘‘juggling’’ of accounts and falsification of records. 

“Circuitous and subterranean’’ transactions between corporations 
within the same system. ' 4 

Control of a company or of companies by a single corporation 
stockholder over against the interest possibly of thousands of indi- 
vidual stockholders. ; : 

Minority stock control of transportation companies. _ : 

Removal of control from close relations to the subsidiary’s public. 

Creation of holding companies that deny the authority of the 
Interstate Commerce Commission. 

Diversion from investment in equipment and other property of 
holding corporations of vast sums tied up in stock purchases. 

Diversion of funds for needed improvements in the subsidiary to 
channels serving more the interest of the holding company. 

Neglect of necessary improvements to the subsidiary road in order 
to pay dividends to the holding corporation. 

Impairment of credit of the subsidiary. 
hole struction or deterioration of stock value to minority stock- 
olders. 

Reduction or passing of dividends to the subsidiary stockholders. 

Replacement of a conservative by a speculative management; of 
one practicing rigid economy by one engaging in extravagance. 

Cash dividends, bonuses, gifts of securities in subsidiary com- 
fazies, syndicate profits and commissions, stock dividends, and the 
ike, 


Unfair and unjust division of through rates. 

Unfair and unjust distribution of traffic. 

Limitation of necessary new construction. 

Encouragement to dummy directors and dummy officials and even 
dummy stockholders and dummy corporations. 

Contracts presumably between two or more subsidiary companies 
made in fact by one and the same holding company. 

The relation of holding and subsidiary companies and_ their 
Officials to construction and supply companies. 


Warne said that the case of the public interest in the coun- 
try’s “transportation highways” had not been properly presented 
before most tribunals in valuation and other cases. 

“One can even go further, with due regard to the facts in 
the case,” he said, “and state without fear of successful contra. 
diction that much of the public interest in the railroads has been 
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automatically and arbitrarily capitalized by the financial interests 
in control of the roads for the benefit of private groups and indi- 
viduals. These now exercise ‘squatter’ sovereignty over vast 
amounts of value belonging to the people and which were never 
surrendered by them. In brief, the greater part of the interest 
of the public in the railroads, which was retained by it even in 
the charter grants to the roads, has been taken from it by various. 
methods and devices of economic exploitation and is today ‘legal- 
ized’ as private property. And a considerable part of this public 
interest is represented in the present-day land values in road 
and equipment of the railway property investment account. 

“There is unquestionably a crisis in the national life of the 
American people as regards their railroads—a crisis not alone 
for the corporate stockholders and the financial manipulators of 
the intercorporate system upon which our railroads rest, but a 
crisis also for the individual stockholder, the bondholder, the 
shipper, the traveling public, the large industrial enterprises, the 
national administration, and finally, the American people. The 
crisis is the demand of railway interests and of financiers con- 
trolling them that instrumentalities of government of the Amer- 
ican people shall legalize their fraudulent and highly inflated 
property investment and capital obligations accounts, and that 
the government shall make effective sufficiently high freight and 
passenger rates so as to pay a return on these values. 

“On the capital actually invested in the railroads much lower 
rates than those now prevailing would supply earnings sufficient 
to pay a very high and exceptional return. Such lower rates 
cannot pay, nor can the present very high rates be made to pay, 
even a fair return on both the capital actually invested and the 
fictitious and spurious claims of capitalization. 

“Our present-day railway structure rests upon a foundatiou 
of sand which the slightest adverse weather will undermine— 
it is a house of cards which an ill wind will blow over—carry- 
ing widespread national financial ruin in its wake. This state- 
ment is not made without serious reflections as to its possible con- 
sequences. As regards the economic er industrial life of the Amer- 
ican people, which in its fundamentals rests upon the railroads, 
this great democratic guarantee of a stated return on this highly 
inflated property investment account of the railroad is not, to 
my mind, the way out of the situation. It will tend merely to 
exaggerate the present symptoms by increasing this inflation te 
an even greater degree of insecurity. 

“The cure for unhealthy economic inflation is to be found 
only in deflation. And this cure would long since have been 
brought about by the natural operation of fundamental economic 
laws but for the artificial interference in arbitrary rate increases 
beyond the ability of the traffic to pay those increased rates. 
Such a solution is, to my mind, no solution at all—it is merely 
a blind alley into which the American people have been led 
and out of which they must very soon, somehow, escape. Our 
house of cards built upon inflated property investment must be 
replaced by a more substantial structure. And in the building 
of this we should not be surprised or unduly alarmed if we 
find that some tearing down is necessary. Nor should our hands 
be withheld from this absolutely essential task—essential if we 
are to cure our present economic and industrial ills. 

“TI am not attacking property rights. I believe in safeguard- 
ing and protecting the institution of private property within the 
limitations of the public warfare. But I am attacking spurious 
claims to rights of property which have no basis in fact and 
which are represented solely by paper inflation of fictitious val- 
ues. The values this inflated property investment account of the 
railroads represents are in greater part values that belong to the 
public, have never been surrendered by the public, and do not 
exist as private property. Unjust or ‘squatter’ claims to these 
values give the claimants no right to tax the public through 
high freight and passenger rates, or to demand a government 
guarantee, or even exceptional government protection to the 
holders of their securities. ; 

“Such rates are very burdensome demands upon the earnings 
of the capital that is actually and legitimately invested in the 
transportation industry. And upon these real investments of 
capital these false claims have erected a huge pyramid of al- 
leged investment. Fictitious or counterfeit values have been 
capitalized along with the actual investments and no effort is 
made by the railroads to separate the two; in fact, they pur- 
posely and intentionally confuse and conceal any distinction be- 
tween the two. And when in justice to the traveling and ship- 
ping public and the great mass of consumers among the Ameri- 
can people and the wage earners on the railroads, and the farm- 
ers, an honest effort is made to draw this proper distinction, the 
representatives of the railroads hypocritically endeavor to con- 
fuse the issue by charging an attack upon the ‘innocent in- 
vestor’ and ‘the widows and orphans.’ 

“Not being able to disprove the charge of capitalization of 
fictitious values, the railway representatives attempt to prove 
by the capitalization of surplus earnings and by highly inflated 
and artificial valuations of the unearned increment in social val- 
ues, which belong to the public, but over which through ‘squat- 
ter’ sovereignty they have extended their claim of ownership, 

that the railroads have grown up to their capitalization inflation. 
And in order to frighten the governmental agencies from taking 
hold of the situation with a firm hand they display the Hal- 
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loween pumpkin skeleton of the ‘Plumb Plan,’ or the socialistic- 
bolshevistic scarecrow of ‘Government Ownership,’ or the dread- 
ful bugaboo of ‘Bankruptcy.’ 

“Up in New England the other day there suddenly came to 
the enlightened vision of a former railway ‘general counsel the 
illuminating idea that the best way out of the bad situation con- 
fronting the New Haven system would be bankruptcy. And ata 
public hearing on the transportation situation in that section of 
the country this former railroad attorney, now employed, I be- 
lieve, by the shippers, had the courage of his conversion or con- 
viction and publicly recommended bankruptcy proceedings as the 
cure for the disease. And the president of the New Haven threw 
up his hands in holy horror at such an intrusion upon the 
sacredness of highly inflated values of railway property. But 
the suggestion should not be so terrifying as the railway repre- 
sentatives would have the public believe. 

“Bankruptcy is an operation that many of the roads have 
narrowly escaped on occasions of business depression. In more 
recent years it is a possibility which the disproportion of the 
fictitious capitalization to working capital makes always a prob- 
ability. The present inflation of values is in such amount as to 
be beyond the ability of the industries of the country to bear a 
rate of transportation that will permit a return on this capital- 
ization. Such a high rate of transportation as is necessary to 
permit a return on this capitalization is an economic impossi- 
bility. The only alternative is deflation of values that exist only 
on paper. 

“On an honest valuation of that property only to which rail- 
way stockholders and bondholders are legally entitled, the re- 
sulting capitalization would permit of very much lower freight 
and passenger rates, and rates, too, which the industries of the 
country could very easily afford to pay. By such a process the 
false cry of confiscation of property cannot be raised to confuse 
the clear-cut issue of restoration to the people, through the nat- 
ural operation of economic laws, of values belonging to them but 
which have been appropriated by the railroads through the ex- 
ercise of ‘squatter’ sovereignty.” 

Replying to testimony presented before the committee by 
witnesses for the railroads as to the proportion of operating 
revenues that goes to labor in the form of wages to employes, 
Warne charged that the total amount of the government rental 
under the guarantee, “amounting to as much as $906,500,000. 
every penny of which went to capital alone,” was omitted from 
the calculation for the years 1918, 1919 and 1920 by the wit 
nesses for the railroads. He said: 

“The amount received by the American railroads as repre- 
senting return on investment was $788,633,049 in 1920 and not 
$61,928,626 as reported by Mr. Howard Elliott of the Northern 
Pacific and other representatives of the railroads. It was $906,- 
524,492 in each of the years 1919 and 1918 and not $454,984,953 
and $638,568,603, respectively, as stated by Mr. Elliott. In conse- 
quence of these differences Mr. Elliott’s testimony is incorrect 
and gives erroneous conclusions. This is proved by the fact 
that the inclusion of the guaranteed return as applicable to -in- 
vestment not only increases the total sums as just given for each 
of these three years, but it mathematically increases quite con- 
siderably the proportion of each dollar going to investment. It 
also decreases the proportion of each dollar going to labor in each 
of these three years. 

‘Mr. Elliott’s figures give the proportion going to investment 
in 1920 as 1.0 cent out of each dollar. The inclusion of the 
amount of the standard return increases this more than eleven- 
fold—to 11.4 cents. For 1919 investment received 16.2 cents out 
of every dollar instead of Mr. Elliott’s 8.8 cents, and in 1918 the 
amount going to investment out of each dollar was 17.6 and not 
13.1 cents. 

“The 11.4 cents out of every dollar that in 1920 went to in- 

vestment, a relatively low return compared with 1919 and 1918 
because of much greater maintenance expenditures in 1920 out of 
revenue, is equal to 105,528,216 more dollars than the 23.8 cents 
out of every dollar in 1915; it is $127,614,902 more than the 21.8 
cents going to investment in 1914; it is even greater in total 
amount by $80,148,666 than the 25.2 cents received by investment 
in 1912. 
“The 16.2 cents in 1919 and 17.6 in 
ment out of every dollar are $223,419,659 more than the 23.8 
cents in 1915. They are $245,506,345 more than the 21.8 cents in 
1914; $198,040,109 more than the 25.2 cents in 1912. They are 
only $78,348,467 less than the 29.1 cents in 1916, this latter stand- 
ing for the largest proportion out of each dollar received by in- 
vestment in any one of these years from 1912 to 1920. 

“With labor receiving 53.6 cents out of every dollar in 1920, 
the largest proportion in any one of these nine years, there went 
to investment a much larger sum, not taking into consideration 
the large income to capital through excessive maintenance than 
in either 1915, when labor received only 41.5 cents, or in 1914, 
when it was paid 44.1 cents, or in 1912, when the proportion of 
each dollar was 43.1 cents. 

“Tt should be plain from all this that an increase in the pro- 
portion that goes to labor out of each dollar earned is not incon- 
sistent with even large revenue to investment. It is also clear 
that the proportion that goes to capital out of each dollar earned 
may decrease in any one year in relation to another year and at 


1918 received by invest- 
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the same time investment receive a much larger return. This 
usually comes about through the smaller proportion being re. 
ceived on a great many more dollars.” 

Hearings on the Capper and Nicholson bills probably will be 
resumed by the committee before other witnesses are heard in 
the Cummins investigation. 

Walker D. Hines, former Director General of Railroads, ap- 
peared before the Senate Interstate Commerce Committee De. 


cember 9. Next week the committee will hear Commissioners 
Hall and Campbell: 


OCTOBER RAILWAY REVENUE 


The Traffic World Washington Bureau 

The class 1 roads and large switching and terminal com. 
panies, with the exception of Henry Ford’s D. T. & I., and the 
Kansas City Terminal, had a net railway operating income in 
October of $105,186,283, which, on an annual basis, represents 
a return of 5.4 per cent, the largest percentage return for the 
country as a whole since rates were increased under Ex Parte 74. 
To have had a 6 per cent return they should have earned $117- 
000,000. The Ford road has not yet submitted its report for 
September revenues and expenses, and when this was written 
the Kansas City Terminal had not reported for the month of 


October. 


The roads in the western district closely approached a re- 
The roads in the eastern dis- 
trict had a return of 5 per cent and the roads in the southern 


turn of 6 per cent—5.8 per cent. 


district, 5.3 per cent. 


The return for the ten months ending with October on an 


annual basis was 3.7 per cent for the country as a whole. 


The story of railroad revenues and expenses for October 
and the ten months ended with October, and the corresponding 


periods of 1920, 


as prepared by 
nomics, follows: 


the Bureau 


Month of October. 


of Railway Eco- 














% of in- 
Item. 1921. 1920. crease, 
Total operating revenues: . nee Ss 
Eastern District (incl. Poca. reg.).$ 246,362,769 $ 314,585,441 d 21.7 
Southern District (excl. Poca. reg.) 64,279,732 71,068,251 d 9.6 
WeBCCER TRIBITICE ook cece se eescwes 224,492,625 256,012,830 d 12.3 
Total, United States .......... $ 535,135,126 $ 641,666,522 d 16.6 
Total maintenance expenses: . nf 
Eastern District (incl. Poca. reg.).$ 89,850,859 $ 115,313,235 d 22.1 
Southern District (excl. Poca. reg.) 23,435,063 27,382,123 d 14.4 
WHOMCOTI DVBORICE oki. 5.0: bcaie b:c'dsiee-ces 71,194,138 88,225,322 d 19.3 
Total, United States .......<.: $ 184,480,060 $ 230,920,680 d 20.1 
Total operating expenses:" ! 
Eastern District (incl. Poca. reg.).$ 191,786,345 $ 266,357,947 d 28.0 
Southern District (excl. Poca. reg.) 50,205,615 62,295,350 ad194 
OP GOGENS, HBURIOG coocec-oreverciernterois eleve ot 155,122,817 197,740,434 d 21.6 
Total, United States .......... $ 397,114,777 $ 526,393,731 d 24.6 
Net railway operating income: 
Eastern District (incl. Poca. reg.).$  40.734.848 $ 33,860,110 20.3 
Southern District (excl. Poca. reg.) 10,467,353 6,528,412 60.3 
WEMUCTH BRIBUTICE a5 cisiccescsiecs coawenne 53,984,082 16,003,851 17.3 
Total, United States .......... 105,186,283 86,392,373 21.8 


mate earned, annual basis: 




















Eastern District (incl. Poca. reg.) 5.0 4.2 
Southern District (excl. Poca. reg.) 5.3 3.4 
WeEStEFH DIBEPICE 26 ccceceteees ecw 5.8 5.1 
Total, United States .......... 5.4 4.6 
Ten months period, ended Oct. 31. 
% of in- 
Item. 1921. 1920. crease. 
Total operating revenues: — 
Eastern District (incl. Poca. reg.) .$2,246,399,989 $2,416,509,430 ad 7.0 
Southern District (exel. Poca. reg.) 573,108,304 631,795,903 d 93 
WEBCCEH TISIUFICE ooiccoiiciiienasecws 1,851,803,938 2,033,060,895 d 8! 
Total, United States .....6524 $4,671,312,231 $5,081,366,228 d 8.1 
Total maintenance expenses: 
Eastern District (incl. Poca. reg.).$ 840,678,372 $1,074,490,062 d 21.8 
Southern District (excl. Poca. reg.) 221,175,127 265,208,743 d 16.6 
Ww OMGCTE: BRSERICE  <xoiikccecceeuions 646,716,959 841,863,603 d 23.2 
Total, United States .......... $1,708,570,458 $2,181,562,408 a 21.7 
Total operating expenses: a: 
Eastern District (incl. Poca. reg.) .$1,906,541,969 $2,404,428,403 d 20.1 
Southern District (excl. Poca. reg.) 501,897,543 589,097,644 d 14.8 
WHOGECTHA TIIGEPIGE wicks ces dewetceveee 1,470,881,318 1,808,324,071 d 18.7 
Total, United States .......5..: $3,979,320,830  4,801,850,118 d 17.1 
Net railway operating income: 
Eastern District (incl. Poca, reg.).$ 207,885,159 $* 107,671,519 Soave 
Southern District (excl. Poca. reg.) 39,586,707 17,279,151 129.1 
WHGGGCETE BOOOTICE occ bc sce csixcicews's 247,134,399 94,681,447 161. 
Total, United States ........>. $ 494,606,265 $ 1.289.079 
Rate earned, annual basis: 
Eastern District (inel. Poca. reg.). 3.0 def. 
Southern District (excl. Poca. reg.) 2.2 1.0 
Weosternm, DIBtrict ...660 oo ccs eccscees af 1.5 
Total, United States: ..-...ccss 3.2 * 
Average miles represented by foregoing statement: Eastern Dis- 
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trict, 64,435.38; Southern District, 38,440.18; Western District, 131,959.34; 
United States, 234,834.90. : 
*Less than one-tenth of 1 per cent. d Denotes decrease. 
Note.—Excludes returns for Detioit, Toledo & Ironton and Kansas 
City Terminal, not yet filed. 


In a statement discussing the earnings of the 
October, the Association of Railway Executives said: 


October is normally the heaviest traffic month of the year, and 
should show the best net operating income. Due to the threat of a 
railroad strike at the end of October, however, the traffic for the 
second half of the month was far beyond normal. The average peak 
of traffic each year comes about October 10 and the week ending 
October 15 should show the largest car loadings of the year. This 
October, however, the largest car loadings were shown the week end- 
ing October 22 and the week ending October 29, indicating that an 
abnormal volume of freight was put upon the rails in anticipation of 
a strike. Immediately after this threat was removed, car loadings 
fell off more than 122,000 in a single week and have since been declin- 


carriers in 


‘ing at a rate which would indicate’ that the traffic for November will 


hardly be eighty per cent of that for October. 

In addition, the reduction of maintenance to the lowest standards 
consistent with safety has continued. During the first ten months this 
vear the railroads expended $1,708,570,458 for maintenance of way, 
structures and equipment compared with $2,181,562,408 during the cor- 
responding period last year, a reduction of $472,991,950 or 21.7 per cent. 
During the same period there was a reduction in expenses other than 
maintenance of only 13.4 per cent. In October the carriers spent 
$184,480,060 for maintenance purposes compared with $230,920,680 dur- 
ing the same month in 19209. : 

The ratio of expenses to operating revenues in October this year 
was 74.2 per cent compared with 82 per cent during the same month 
last year. For the ten-month period this year, the ratio was 85.2 per 
cent compared with 94.5 per cent during the corresponding period in 

920. 
Thirty railroads had operating deficits in October compared with 
26 in September, thirteen being in the Eastern, seven in the Southern 
and ten in the Western districts. 


WISCONSIN CASE REARGUMENT 


The Trafic World Washington Bureau 


Reargument in the Wisconsin intrastate passenger’ fare 
case, which was the first of the intrastate rate cases growing 
out of the Commission’s orders in the state cases to reach the 
Supreme Court, was begun the afternoon of December 5. 

Former assistant attorney general Olbrich of Wisconsin who 
was retained by the state as special counsel, made the opening 
argument. He said that it_was the state’s contention that there 
was only a narrow issue in the case and that was whether the 
Interstate Commerce Commission could order intrastate rates 
advanced on the ground that the rates on intrastate business 
do not produce revenue in accord with the standard set for inter- 
state commerce by Congress. : 

“That is the sole issue here,” he declared. 

The orders of the Commission in the intrastate rate cases 
made no reference to localities, and only as to persons in the 
sense that it was discriminatory to charge an intrastate pas- 
senger less than an interstate passenger for the same service 
within two points in a state, he said. 

“There is no such thing as discrimination against interstate 
commerce except that against persons and localities,” he de- 
clared. 

Mr. Olbrick said until Congress took over regulation of all 
commerce, there was no such thing as intrastate commerce being 
a “drag” on interstate commerce. His contention was that the 
standard set up by Congress for interstate commerce could not 
be used as a measure for intrastate commerce in the absence 
of Congress taking over control of intrastate commerce. 

Bruce Scott, of counsel for the Chicago, Burlington & 
Quincy, in his argument, stressed the material changes that 
had been made in the law by the enactment of section 13 of 
the interstate commerce act. He contended four new elements 
were added, saying that these changes were made to overcome 
the difficulties which had developed in the administration of 
the Shreveport doctrine. The new elements were set forth as 
follows: 





(1) Carriers are authorized to file complaints bringing intrastate 
rates in issue. 

(2) Any undue, unreasonable, or unjust discrimination against 
interstate or foreign commerce is forbidden. 

(3) The Interstate Commerce Commission is authorized to pre- 
scribe the intrastate rate, fare or charge, or the maximum or mini- 
mum, or maximum and minimum, thereafter to be charged, in such 
manner as will, in its judgment, remove such advantage, preference, 
prejudice or discrimination as is found to exist. 

(4) The carriers are directed to observe such rates, fares and 
charges so prescribed, the law of any state or the decision or order 
of any state authority to the contrary notwithstanding. 


Mr. Seott said that in the section Congress “both sets a 
Statutory standard for intrastate rates, and authorizes the 
Commission, on finding the facts of departure from that stand- 
ard, to prescribe the intrastate rates ‘thereafter to be observed.’ ” 
Yet, he said, the state of Wisconsin contends that the section 
added nothing to the law. 

Counsel declared further that it was impossible to read sec- 
tion 15-a and section 13 “each in the Jight of the other, and 
both in the light of the underlying purpose of Congress, and 
arrive at any other conclusion than that Congress had deter- 
mined the time had arrived when the interstate and intrastate 
transactions of interstate carriers had become so intermingled 
as to require ultimate responsibility for both to be within the 
realm of national supervision.” 
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John E. Benton, general counsel for the state commissions, 
in his argument, contended that the order of the Commission 
was invalid for the following reasons: 


(1) That it appears from the order, which includes the report, 
that the Commission misconstrued the law under which it assumed to 
act, and that the order is based upon such misconstruction. 

(2) That if the Commission has construed the law properly, then 
Congress in passing the law went beyond. its constitutional power. 

(3) That if the Commission’s construction is correct, and the law 
is constitutional, yet the Commission has not proceeded in accordance 
with the law. 

(4) The power of the federal government to act with respect to 
the internal commerce of any state is limited to the doing of that 
which is necessary for the effective regulations (including the pro- 
tection) of interstate commerce. In the case of discriminatory intra- 
state rates it may require the discrimination to be removed, but it 
can not go further and prescribe the exact rates that shall thereafter 
be in force. Because the order of the Commission attempts to pre- 
scribe such rates it is void. 


“It is superfluous to say,” said he, “that if the order is 
valid there has been, in practical effect, complete destruction of 
state power of regulation. If carriers are at liberty to apply 
directly to the Commission for revision of their rates, and if 
orders made by the Commission upon such applications may 
embrace any or all of the rates within a state, and result in 
completely displacing state power during the will and pleasure 
of the Commission, it is obvious that state power of regulation 
has for all practical purposes been obliterated.” 

Mr. Benton further contended that the Commission’s con- 
struction of “discrimination against interstate commerce” was 
inconsistent with the settled meaning of that term. 

The legislative history of the transportation act was again 
reviewed by Mr. Benton in support of his contention that Con- 
gress did not intend to add to the power of the Commission. 
Discussing section 15-a, Mr. Benton said the case presented the 
following outstanding question: 


_Where a state has by law prescribed rates upon certain railroads 
which permit those railroads to earn a fair return, can the federal 
government, under the constitution, set aside those rates, and pre- 
scribe other and higher rates, and devote the proceeds of the in- 
creases in part to building up reserve funds for the receiving carriers, 
and in part to building up a contingent fund to be taken and used by 
the government in fostering interstate commerce? 

P. J. Farrell, chief counse! for the Commission, in his argu- 
ment, reviewed the position taken by the Commission with re- 
gard to the exercise of its jurisdiction over intrastate rates. He 
said the order issued by the Commission in that case was law- 
ful and that in the absence of the additional legislation in the 
transportation act, the Commission would have had the power 
to do what it did do. He said the Commission had no desire 
to increase its power over intrastate commerce but that where 
there was discrimination against interstate commerce the Com- 
mission would have to remove it in compliance with the law. 

Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, submitted his views to the court along the lines 
of his brief in the Texas case. 


ARGUMENT IN TEXAS CASE 


The Trafic World Washington Bureau 


The Supreme Court heard argument this week in the original 
suit brought by the state of Texas attacking the constitutionality 
of the transportation act. Thomas L. Beauchamp, assistant 
attorney general of Texas, said the act, with respect to the labor 
provisions, was in violation of the Constitution because it at- 
tempted to confer power to enforce contracts between employer 
and employe, and also that it was in conflict with the Constitu- 
tion of the state of Texas. He said the power of the state to 
regulate its internal commerce had been annihilated by the act. 
Mr. Beauchamp also defended the right of Texas to regulate the 
issuance of securities by railroads in Texas and to control con- 
struction and abandonment of lines of railroad within the state. 

Mr. Thom, for the Association of Railway Executives, dis- 
cussing the contentions of Texas with regard to the labor pro- 
visions, said that since the case of Wilson vs. New, 243 U. S. 
332, in which the Supreme Couri held the Adamson law consti- 
tutional, it could scarcely be doubted that it was a proper exer- 
cise of the constitutional power of regulation to fix, by con- 
gressional action or authority, wages and adjust labor disputes 
between interstate carriers and their employes, in order to avoid 
an interruption of the public service by those vital agencies. 

“This is as far as the transportation act goes,” said he, 
“and, while the power of regulation may extend much further, 
the validity of this exercise of power under the commerce clause 
must now be conceded. * * * It being a proper exercise of 
the power of regulation, it, likewise, cannot be prevented or 
interfered with by any contract right, for all contracts with 
interstate carriers are entered into with the implied understand- 
ing that they are, and must be, subject to the full exercise, then 
or thereafter, of the power of regulation, so that when valid 
regulation is enacted inconsistent with the contract, the contract 
necessarily fails.” : 

Mr. Thom said further that the legislation of the state, in 
whatever form expressed, its contracts and its policies, must 
give way to the exercise by Congress of its legitimate powers 
of regulation. 
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This does not constitute a denial of a reserved right of a 
state, for the state has no such reserved right,’ said he. “On 
the contrary, it is the protection and enforcement of the acquired 
right of the state—a right which it acquired when it entered the 
Union—to be assured by national and impartial administration of 
the powers of government of adequate and efficient means of 
transportation, to equality, as between it and its sister states, 
of commercial opportunity, and to freedom of trade with, and un- 
obstructed enjoyment of, the producing fields and commercial 
markets of all the states. It is not a denial, but is an assertion 
and a preservation of states rights.” 

In a brief filed in the U. S. Supreme Court in the case 
brought by the state of Texas in which the validity of the main 
provisions of the transportation are under attack, Alfred P. 
Thom, general counsel of the Association of Railway Executives, 
says the only power denied the states by the act is the right to 
fix intrastate rates that discriminate against interstate com- 
merce. 

In his brief Mr. Thom asserts that the order issued by the 
Commission “inflicts no injury,” adding that it is “not fair to 
jurisprudence to attempt to settle great constitutional questions 
like those presented here on abstract considerations not involv- 
ing definite complaints of wrongs to persons or property. 

“Aside from the objections on the grounds mentioned, the bill 
is without equity and is based on what, we respectfully submit, 
is a misconception of the constitutional justification of the 
transportation act and of the lawful rights and authority of the 
parties. 

“The Interstate Commerce Commission was given by the 
act’s direct and primary jurisdiction to fix interstate rates, but 
only a supervisory power over intrastate rates to be exercised 
only if the states failed to establish intrastate rates which 
would not give preference to their own traffic over interstate 
traffic and would not unjustly discriminate against interstate 
commerce. 

“The only power over state rates denied to the states by 
Congress was the power to establish an unjust discrimination in 
favor of their own traffic over interstate traffic and to require 
the use of the instrumentalities of interstate commerce, ‘in their 
intrastate transactions in such manner as to affect injuriously 
traffic which is interstate.’ 

“Manifestly, interstate commerce would be injuriously af- 
fected and unjustly discriminated against if it could not use the 
instrumentalities used by both on terms as favorable as intra- 
state commerce could—if interstate commerce had to pay the 
bill for maintaining, up to the national standard of adequacy 
and efficiently, the agency which was used interchangeable by 
both, while the state refused to make an equitable contribution. 
If the standard of adequacy expressly fixed by Congress in the 
act must be supported out of the rates derived from both classes 
of traffic and the states could decline to bear their equitable 
proportion, either the congressional standard must be aban- 
doned or the deficit caused by the refusal of the state must be 
made up out of increased interstate rates—and thus, in either 
case, the states would effectually regulate interstate commerce. 
No interpretation of the act which would accomplish this result 
can be accepted. 

“The interstate commerce act confers upon the Commission 
the power to judge as, to this discrimination and to remove it 
if the action of the states results in such unjust discrimination. 

“It is equally obvious, from another standpoint, that the act 
must be interpreted as authorizing the removal by the Com- 
mission of any unjust discrimination, created by a state, against 
interstate commerce, or any portion of it, in favor of intrastate 
commerce, or any portion of it. ; 

“Unjust discrimination may exist, and does exist, whenever 
interstate commerce is injuriously affected by the more favor- 
able terms on which intrastate commerce is permitted to move. 
The more favorable terms on which intrastate commerce may 
move, as compared with interstate commerce, may exclude the 
latter from markets which each is seeking, or from producing 
fields on which each is depending. 

“It is accordingly submitted that, from whatever standpoint 
the subject be viewed, the act must be interpreted, in its pro- 
visions as to state rates, as conferring upon the Commission a 
power, and a power only, to see that all unjust and unreasonable 
advantages of state over interstate commerce, and all unjust 
discrimination of state against interstate commerce are removed, 
and that there be no substantial inequality of commercial oppor- 
tunity to the prejudice of interstate commerce in the use of the 
instrumentalities of interstate commerce. 

“It cannot be successsfully asserted that the powers con- 
ferred by the act, as to interstate rates and as to unjust discrim- 
ination against interstate commerce, are not within the consti- 
tutional grant of power made to the national government by the 
states to regulate interstate and foreign commerce. 

“Nor can valid criticism be made of the method of rate-mak- 
ing, by groups, prescribed in the act. It is the method which 
was adopted and followed by the Commission before the act was 
passed. It is the only method possible. 

“It is difficult to understand why the contention should now 
be insistently and gravely made that if Congress undertakes to 
regulate or fix the intrastate rates of an interstate carrier, it 
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is invading the reserved rights of the states and violating the 
tenth amendment of the Constitution. 

“It cannot be denied that the power to provide for, foster 
and protect—all of which are involved in the power to regulate— 
includes the power to fix the standard of efficiency and ade- 
quacy of the means or instrumentalities for carrying on inter- 
state commerce. That standard—the national standard—must be 
supported out of all the traffic, state and interstate, of the car- 
riers. If a state disapproves of the national standard and may, 
by fixing state rates so low as to make an inequitable and inade- 
quate contribution to the support of the interstate agency, it has 
the power to impose its standard on Congress, or to throw on 
interstate commerce and the commerce of other states, or on 
both, the burden of sustaining the national standard of efficiency 


and adequacy. In either event, Congress: would be denied the. 


exercise of its constitutional authority, and the state, not the 
nation, would be supreme in the national field.” 


LABOR BOARD ACTIVITIES 


The first of the consolidated dockets, through which the 
Labor Board hopes to lighten its work, was composed of dis- 
putes between the Southeastern Express Company and its em- 
ployes, hearing being begun December 9. The main question 
was as to whether the agreements entered into by the express 
clerks and the American Railway Express Company, before the 
organization of the southeastern company, should apply to the 
employes of the latter organization. The clerks alleged that 
the express company was paying lower wages than those speci- 
fied in the agreements and the executives of the company main- 
tained that agreements between the American company and its 
employes had no force as applied to the employes of the south- 
eastern company. 

A similar dispute, on which the positions were reversed, 
however, arose as to the application of the wage cuts specified 
for employes of the American company in July. These have 
been applied by the southeastern company to its employes also, 
the workers contending, however, that, since that company was 
not a party to the case, it could not legally put the six cents 
per hour cut into force. 

The remainder of the disputes are minor in nature, encom- 
passing mainly disagreements which arose at a conference of 
a and employes of the southeastern company held last 

uly. 

The United States Railroad Labor Board, December 6, began 
consideration of the disputes in regard to the rules and working 
conditions of the maintenance of way employes. The board’s 
action on these disputes will probably result in the modification 
of the national agreement originally made between the railroad 
administration and the United Brotherhood of Maintenance otf 
Way Employes and Railway Shop Laborers, which became effec- 
tive December 16, 1919. 

This national agreement has been superseded on some 35 cr 
40 railroads by subsequent agreements between the men and the 
managements, and these agreements will not be affected by the 
board’s action. Where rules have been agreed to in part by 
the men and the roads the agreed rules will stand. 

About 95 railroads are directly involved in the present dis- 
putes, but the decisions as to them will affect others which may 
afterward come before the board. In addition to the brother- 
hood, another railroad labor organization, the American Federa- 
tion of Railway Workers, is involved. 

Under normal conditions there are about 585,000 men ein- 
ployed on the roads in work classed as maintenance of way. At 
present it is not believed over 500,000 are employed. 

Of the 83 rules in the national agreement all are in dispute 
before the board, but an agreement has been reached on most 
of the rules on a majority of the lines. On many of the 
rules there is at present a disagreement on only one or two lines 
of road. The six rules on which there is a disagreement on the 
majority of the roads relate to overtime and similar subjects 
and to pay for time of men traveling to and from work. 

It was announced, December 9, that the new maintenance 
of way and shop laborers’ rules would be ready December 14 
and that they would be made effective two days later. 


AMENDMENT OF SECTION 302 


The Trafic World Washington Bureau 


Amendment of section 302 of the transportation act, relat- 
ing to adjustment of disputes between railroads and their em- 
ployes, is provided in a bill (H. R. 9285) introduced by Repre- 
sentative Madden of Illinois. The bill would add the following 
to section 302: 








(1) Provided, however, That representation on all such adjust- 
ment boards shall not be limited to subordinate officials or to em- 
ployes or organizations of subordinate officials or of employes repre- 
senting a majority of the respective crafts or classes of employes on 
any one road or on any group of roads, either as a result of any 
agreement entered into as herein outlined or as a result of any rule 
or regulation of the labor board provided for in section 304 of this title. 

(2) All employes or subordinate officials or bona fide organizations 
of employes or organizations of subordinate officials shall have fair 
and equitable representation on all such labor adjustment boards pro- 
vided for in section 302. 
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| Miscellaneous Decisions 
{ Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 
Payment of Overcharges for Residence Telephone Service Held 

Not Recoverable: 

(Supreme Court of Washington.) Payments for residence 
telephone service cannot be recovered as overcharges, in the 
absence of a showing that the excess amounts were paid under 
mistake of fact, or were induced by fraud, or were made through 
the exigencies of business, amounting to compulsion.—Cavers vs. 
Home Telephone & Telegraph Co. of Spokane, 201 Pac. Rept., 
p. 20. 


ee 








Shipping Decisions 
Cases Recently Decided by State and Federal Courts ‘ 


(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
8 ow 
Liability for Non-delivery Under Charter Party: 

(Circuit Court of Appeals, Second Circuit.) In libel against 
owner of vessel for non-delivery under charter party entitling 
libelant to vessel during winter season, in which owner im- 
pleaded charterer entitled to possession during summer season, 
alleging such charterer’s failure to deliver to owner to be re- 
sponsible for owner’s non-delivery to libelant, the objection that 
the charter with libelant had been entered into by an individual 
who had organized the corporation owning the vessel, whereas, 
the charter with such other charterer was executed in the name 
of such corporation, held not open to consideration on appeal, 
where the point was not noted below and was not referred to 
in the pleadings, and where both the individual and the corpora- 
tion appeared and answered as owners, and where Admiralty 
Rules, Nos. 6-9 (267 Fed. viii, ix) were not complied with— 
Gans. S. S. Line vs. Wilhelmsen et al. The Themis, 275 Fed. 
Rept., p. 254. 

Where owner of vessel, charterer during winter season, and 
charterer during summer season agreed as to dates between 
which vessel was to be delivered by summer charterer to owner 
and by owner to winter charterer, the owner was required to 
deliver at such time, notwithstanding provision of charter re- 
quiring vessel to be “placed at the disposal of the charterer 
* * * upon redelivery by” summer charter, since such provi- 
sion as to redelivery by summer charterer was merely a de- 
scription of the relation existing between owner and its sea- 
sonal charterers, and did not make such redelivery a condition 
precedent to winter charterer’s right to delivery.—Ibid. 

Where owner of vessel, charterer for Summer season, and 
charterer for winter season agreed as to the dates between 
which the vessel was to be delivered by the one charterer to 
owner and by owner to the other charterer, a charterer was not 
entitled to additional time for delivery under the “overlap” 
doctrine, the parties themselves having allowed a margin for 
contingencies by division of seasons by period, rather than named 
days.—Ibid. 

Charter’s inability to pass through the Panama Canal on 
closing of canal because of the Culebra slide on canal’s bank, 
did not excuse failure to deliver vessel to owner at required 
time under provision of charter excepting charterer from lia- 
bility where such failure was caused by an “act of God,” since 
the closing of the canal in such case was the result, which 
could have been expected, of a deliberate widening of the canal, 
which in its entirety was a bold and daring experiment of human 
activity.—Ibid. 

An act of God is due to natural causes, without human inter- 
vention.—Ibid. : 

Provisions of charter parties making certain dangers ‘always 
excepted” protect both owner and charterers, whether the word 
“mutually” is inserted or not, unless the context clearly shows 
an intention to protect owner only, or possibly charterers only. 
—Ibid. 

When the master of a ship, chartered but not demised, issues 
bills of lading, the contract evidenced thereby is not only the 
Ship’s contract and that of the charterer who caused their issue, 
but in addition is the contract of the owner whose master issued 
them.—Ibid. 

Owner, charterer and subcharterer were all three personally 
liable for the fulfillment of the bills of lading, issued by sub- 

charterer on behalf of master, with authority to sign for master, 
but subcharterer, where charter parties contained indemnifica- 
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tion clauses, was bound to save the charterer and owner from 
such liability.—Ibid. 

Every phrase of every commercial contract, including the 
exceptions, is to be construed in the light of the whole document, 
to the end that there shall be no more overlapping of phrases 
than is necessary, and in the light of matters known of all men, 
and capable of judicial cognizance.—Ibid. 

The closing of’ the Panama Canal because of the Culebra 
slide held an “accident of canals” within charter party, making 
a charterer not liable for “accident of canals.” 


Where subcharterer accepted goods for shipment from New 
York to Australia in their “Australian line’ without committing 
itself to transport such goods by the particular vessel which 
was in its possession under a subcharter, the mere fact that the 
Panama Canal, through which it had been intended to make the 
trip, was closed when ship reached it by reason of slides on 
the banks of the canal, so that it was necessary, if the ship was 
to proceed with the cargo, for it to sail around the Cape, did not 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 














WANTED—A position as traffic manager or assistant in traffic de- 
partment. Age 35; married. Ten years’ experience industrial traffic. 
Prefer western or southwestern territory. Address LPX, Traffic 
World, Chicago. 





POSITION WANTED—By young man, as assistant traffic man- 
ager, graduate, where training and knowledge of the work has con- 
sideration; any preference, mid-western states. Address S. L., care 
Traffic World, Chicago. 





WANTED—Hard boiled rate clerks. Do not answer unless you are 
satisfied you can make good, as we want only rate men who can audit 
freight bills and catch all the overcharges. Address Freight Audit 
Company, 1018 Wabash Ave., Chicago. 





POSITION WANTED—Young man, 26, ambitious, energetic, cor- 
respondence school graduate in traffic but without practical experience, 
desires position in traffic department of railroad or industrial concern 
where hard and conscientious work is recognized. Address O. C. G 
Traffic World, Chicago. 





POSITION WANTED—As Freight Auditor or Traffic Manager 
Short Line, twelve years’ experience in traffic work, station and 
general accounting and claims. Single. Location no object. Address 
I. C. H. 405, Traffic World, Chicago. 


POSITION WANTED—Industrial or commercial traffic department. 
Fifteen years’ local freight office, large trunk line; five years’ indus- 
trial traffic experience. Open for immediate engagement; reasonable 
salary; age 40; married. D. A. N. 401, Traffic World, Chicago. 








. FOR SALE—Several thousand No. 1 6x8—8 ft. oak railroad cross 
ties. Can also furnish oak switch ties and crossing plank to order. 


Have three mills in operation. L. E. Pearson, P. O. Box 315, South 
Bend, Ind. 








Pencil No.174 


Made in Five Grades 








Regular Length, 7 Inches 
Cenceded to be the[Finest; Pencil made for general use. For Sale at your Dealer 


EAGLE PENCIL COMPANY, NEW YORK 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 
SAMMIS, LAKE & COMPANY 


Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 
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excuse subcharterer’s failure to deliver vessel to charterer at 
the time specified in the subcharter, though subcharter provided 
that subcharterer should not be responsible for accidents of 
canals, since such accident did not prevent subcharterer from 
performing its obligation to deliver shipment and also deliver 
vessel at specified time, in the absence of evidence that the 
cargo could not have been delivered in another vessel, notwith- 
standing that it would have been difficult, dangerous, and enotr- 
mously expensive to so do.—Ibid. 

Subcharterer, claiming to be excused from non-delivery of 
vessel to charterer at required time by reason of commercial 
impossibility, had the burden of proving such impossibility.— 
Ibid. 

In charterer’s action for non-delivery of steamer during the 
abnormal conditions of the great war, at a time when it was 
impossible for the charterer to secure another vessel similar 
to that chartered, the measure of damages was what the char- 
terer could have obtained for the steamer in the market had 
it been delivered to charterer in time.—lIbid. 

Vessel Must Make Delivery of Goods Admitted by Bill of Lading 
to Have Been Received: 

(Circuit Court of Appeals, Second Circuit.) The master of 
a ship, when he issues a bill of lading for goods, must make de- 
livery of all the goods admitted by the bill of lading to have 
been received, and when a shipowner signs a bill acknowledging 
the receipt of a specific quantity of goods, he is bound to deliver 
the full amount specified, unless he can show that the whole or 
some part of it was in fact not shipped, the burden of establish- 
ing a short shipment being on the vessel.—Scott vs. W. R. Grace 
& Co., 275 Fed. Rept., p. 340. 

If a shipowner seeks to avoid responsibility for goods, ad- 
mitted by the bill of lading to have been received, by showing 
falsification of the bill, which he duly signed, he bears the onus. 

Ibid. 

Where bags of nitrate were loaded on a vessel by lighterage 
company employed by shipper, the ship’s reponsibility for the 
shipment did not commence until the goods were laden on 
board, and a tally into the ship and receipts given for each 
lighter was the best evidence of what was actually loaded.—Ibid. 

In a proceeding by vessel to recover freight, evidence intro- 
duced by libelant held sufficient to sustain a finding that all 
of the goods admitted by the bill of lading to have been received 
were not received by the vessel.—Ibid. 

A defense not pleaded in the answer, and not relied on be- 
low, will not be considered on appeal by defendant.—lIbid. 
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‘Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn 
Copyright by West Publishing Co.) 

— . 





LOSS OF, OR INJURY TO GOODS 
Duty of Carrier in Transportation of Perishables: 
(Supreme Court of Iowa.) The duty of a carrier is to carry 
a shipment safely with due regard to its perishable character. 
(E. H. Emery & Co. vs, American Refrigerator Transit Co.)— 
Chicago, B. & Q. R. Co., Garnishee, 184 N. W. Rept., p. 750). 


Proof of Market Value Not Essential Where Articles Lost Are 
Without Market Value: 


(Supreme Court of Kansas.) The proceedings considered, 
and held, there was no material variance between the pleading 
and the proof, evidence complained of was properly admitted, 
instructions to the jury were correct, and special findings of the 
jury were sustained by the evidence.—Stevens vs. Harmon, 201 
Pac. Rept., p. 72. 

In an action for loss of wearing apparel, and articles which 
because of use or for other reasons had no market value, proof 
of market value was not essential.—Ibid. 

Delivery to Drayman Held a Delivery to Consignee: 

(Court of Appeals of Georgia.) This was a suit for the 
value of certain shipments of freight which had been placed 
in the hands of the defendant as carrier for delivery to the 
plaintiff, which it was alleged the defendant failed to deliver 
to the plaintiff. The defendant claimed delivery to a drayman 
as the agent of the plaintiff and sought to prove the agency by 
a course of dealing. The only issue in the case was whether or 
not the shipments had been delivered to a person (the drayman) 
authorized by the plaintiff to receive them from the defendant, 
and whether or not the defendant, by a course of dealing with 
the plaintiff, had a right to depend upon their delivery to this 
alleged agent of the plaintiff. There was evidence to support 
the verdict, and the charge of the court was not erroneous for 
any of the reasons assigned.—Payne, Agent, vs. Johnson, Fluker 
& Co., 108 S. E. Rept., p. 803. 
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CARRIAGE OF LIVE STOCK 


Carrier Must Furnish Suitable and Reasonably Safe Utilities for 

Reception of Cattle for Shipment: 

Supreme Court of North Dakota.) It is the duty of a car- 
rier, as an incident to its business of transporting live stock, 
when it tenders facilities and utilities for the reception of cattle 
preparatory to shipment, to furnish'the same in a suitable and 
reasonably safe condition. (Booke & Olson vs. Payne, Agent, 
184 N. W. Rept., p. 803.) 

Where a carrier maintains stockyards and also a plot ol 
ground upon which the cattle are customarily held preparatory 
to shipment and where prospective shippers are directed by the 
carrier to feed, water and hold their cattle upon such plot oi 
ground preparatory to and while waiting shipment by reason of 
occupancy of the stockyards, and where, while there, 60 head of 
cattle wander through unprotected openings in spoil banks of an 
artificial reservoir there maintained ‘by the carrier, and off stee)) 
banks into an open space of thin ice and deeper water, occasion- 
ing the loss of 44 head, it is held that the carrier’s breach ot! 
duty and the shippers’ contributory negligence were questions 
of fact for the jury.—lIbid. 
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James F. Finnegan has been elected secretary and treasurer 
and a director of the Jos. Stockton Transfer Co., Chicago, suc- 
ceeding P. J. Finnegan, who died. 

A. B Chown has been appointed assistant general passenger 
agent for the Grand Trunk Railway, western lines, at Chicago. 

C. E. Jenney has been appointed general agent, passenger 
departments, for the Canadian National and the Grand Trunk 
railways, at New York City. 

S. L. King, Jr., has been appointed general manager of the 
Equitable Auto Company, Pittsburgh. 

J. F. Hogan has been appointed general agent for the El] 
Paso & Southwestern System and the Morenci Southern Rail- 
way, at Chicago, succeeding F. W. Pullen, who resigned. 

H. R. Safford has been elected vice-president in charge ot 
capital investments, valuation, real estate and insurance, of the 
Chicago, Burlington & Quincy. Mr. Safford began railroad work 
with the Illinois Central and has been assistant to the presi- 
dent of the Burlington since federal control. 

W. G. Chamberlain has been appointed commercial agent 
for the Chesapeake & Ohio, at Atlanta. 

James McAdoo, claim clerk in the accounting department 
ot the P. C. C. & St. L., in the services of which road he has been 
since 1885, was presented with a gold watch by his fellow em- 
ployes on the occasion of his retirement, December 5. Mr. Mec- 
Adoo began his railroad work as a messenger for the Cleveland 
& Pittsburgh Railroad in 1865. Former associates of Mr. McAdoo 
on thé Pennsylvania System entertained the veteran at a dinner 
and presented him with a handbag and traveling set. 





DEWALT FOR COMMISSIONER 


A. G. Dewalt, Democrat. of Allentown, Pa., former member 
of the House committee on interstate and foreign commerce, has 
been recommended to President Harding, it is understood, for 
appointment as a member of the Interstate Commerce Commis 
sion. Mr. Dewalt is by profession a lawyer and he served in 
the Sixty-fourth, Sixty-fifth and Sixty-sixth Congresses. 

HENRY C. BARLOW DEAD 

The transportation world was shocked to hear of the death, 
the night of December 6, at his home in Chicago, of Henry C. 
Barlow, traffic director of the Chicago Association of Commerce 
and chairman of the executive committee of the National In- 
dustrial Traffic League, of which he was one of the founders 
and in the work of which he had always been active. His 
death was sudden, from apoplexy, though he had not been strong 
for the last year or so, in which time he had undergone two 
severe operations. He was seventy-one years old, but, in spite 
of his age and his weakened physical condition, he kept at work 
until the last, attending to business as usual on the day of his 
death. 

He was easily the leading figure among industrial traffic 
men in the country and his judgment was deferred to, not only 
by his fellows, but by the carriers themselves and by the Inter- 
state Commerce Commission and members of Congress when 
legislative problems were under consideration. He is the third 
leading figure among industrial traffic men to pass away in the 
last two or three years, the others being Frank B. Montgomery. 
traffic manager of the International Harvester Company, and 
Guy M. Freer, head of the traffic department of the Cincinnal! 
Chamber of Commerce, and later, at the time of his death, execu- 
tive secretary of the National Industrial Traffic League. Mr. 
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THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 





















Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 


eieneicut NEW ORLEANS—EUROPE 
MEXICO 


Corunna, Santander, Cherbourg, 
Southampton, and Amsterdam, via 
Vera Cruz and Havana 


Sailing from New Orleans 
S. S. Hollandia.... December 30th 
S.S. Frisia......... February 10th 
S. S. Hollandia....... March 10th 
First, second and third class 


Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 


For further particulars apply to 


THE STEELE STEAMSHIP 
LINE, INC., Agents, 
630 Common Street, New Orleans, La. 







































@@F The book which you have been ooking = — 
“Limitation of Common Carrier’s Liability 


Laws governing the filing and settlement of 


Claims Against Common Carriers 


Loss, Damage, Injury and Delay 


Property Transported in Interstate and Foreign Commerce 


Covers all questions involving CLAIMS BETWEEN SHIPPERS AND CARRIERS, including status of carriers’ 
liability, and validity of limited-liability clauses in bills of lading under Section 20 of the Interstate Commerce 
Act, as developed by the “Carmack Amendment,” and the first and second “Cummins Amendments.” T/:¢ pur- 
pose of the work is to state the present law governing every proposition involving carriers’ liability in a manner 
that is readily understandable in its application to everyday problems. 


All legal works heretofore published on the subject of the rights and liabilities of 
shippers and carriers have been rendered obsolete by the interpretation and construc- 
tion of Section 20 of the Interstate Commerce Act by the United States Supreme Court 


425 pages, size 7% x 10h inches 





The only up-to-date, complete and authoritative work on 
this very important and much-misunderstood subject. 


Affects every shipper and carrier in the United States, whether large or small. 
Treats fully the many leading decisions of the United States Supreme Court, 
governing this subject, including the following controlling cases: McCaull- 
Dinsmore Co., Primrose, Lockwood, Hart, Piper, Riverside Mills, Croninger, 
Dettlebach, Prescott, Starbird, Olivit Bros., Carl, Harriman Bros., Blish Mill- 
ing Co., Burke, Pierce Co., Rankin, Robinson, Ward, Leatherwood, Cramer, 
Sealy, Neiman-Marcus ‘Co., Hooker, Reid, Collins Produce Co., etc. 





A few of the important subjects treated: 


Common-law liability as modified by statute—Extent of liability of initial, connecting and 
terminal carriers—Limited-liability clauses governing transportation of live stock and 
perishable traffic—Vessel owner's liability in foreign commerce—Rates dependent upon 
declared or released valuation—Liability of carrier for full actual loss, damage, or injury 
regardless of limited-liability contract—Validity of limited-liability provisions in contracts 
of shipment, classifications and tariffs—Time for giving notice of and filing of claims with 
carriers, and institution of suits—Elements and measure of recovery—When invoice 
price or market price controls—Interest—Refund of freight charges—Exemption of carrier 
from liability for act of God, public enemy, negligence of shipper, public authority 
inherent vice or nature of goods—Liability as warehouseman—Export and import traffic— 
Forms of domestic and export bills of lading—“Shipper's weight, load and count"—Court 
proceedings—Jurisdiction of Interstate Commerce Commission—" Carmack Amendment” — 
“Cummins Amendments"—“Harter Act,” etc. 






Complete Table of Contents mailed free upon request. 





Bound in law buckram 






TF lee TSS 565656 eee 
This work is an absolute necessity in the proper settlement of claims against railroads, express com- 
panies, steamship lines and other common carriers, and is of exceedingly great value to business executives, 
chambers of commerce, railroad officials, claim agents, lawyers, bankers, traffic managers, shipping clerks, etc. 


The work contains a comprehensive ANALYSIS, a lucid and authoritative SUBJECT-MATTER with copious 
hotes and complete citation of cases, a detailed INDEX, and a complete TABLE OF CASES. 


The work is printed on the highest quality of paper, and the style of printing used provides maximum legibility, 
being clear, large type. 425 large pages of size 7% in. x 10% in. ind in law buckram. 


For differentiation urposes the Analysis is printed on pink paper, the Subject-Matter on white paper, the Index 
on green paper, and the Table of Cases on yellow paper. The mechanical construction and color scheme of the 
work is both original and unique. IT SAVES TIME, LABOR AND MONEY. 


per copy, delivered, or at any book dealer. Sent on five days’ approval. 
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Be a Certified 


Traffic Manager 


Learn By This 
New Quick Method 


Yo NX 
Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
sands of men are needed now. Why don’t you qualify for one of these 
big pay jobs? 





































Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good traffic job in ap 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a position of prestige and importance 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 212-B 4043 Drexel Blvd., Chicago, III. 












ANFORD 


FLORIDA 
yncthe City Substuttial” 













Manufacturers—Capitalists 


Wholesalers—Men of Broad Vision 


SANFORD offers the opportunity to emulate the success 
of the late Henry M. Flagler, Florida’s pioneer investor. 


Situated on the headwaters of the St. Johns River, 
SANFORD is an ideal industrial and manufacturing 
center. It possesses most advantageous facilities for water 
and railroad transportation, being the terminus of the 
Clyde Line steamers. The 
very heart of Florida’s most 
fertile farming district is here 
(celery crop alone amounting JACKSONVILLE 
to $5,000,000 annually). 


It is not a Gamble. The STAUGUSTINE fa © 
Community is here and flour- 
ishing. Imposing office build- 
ings, handsome clubs and 
churches and beautiful resi- 
dences. 































We offer Lucrative, Invul- 
nerable Investments. Let us 
place the facts before you. 


Address 


Sanford Chamber of Commerce 
Sanford, Florida 
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Montgomery was also prominent in the councils of the Traffic 
League. 

Mr. Barlow was born in Niles, Mich., August 15, 1850. He 
leaves a widow, one son and two daughters. He began his rail- 
way service as office boy and clerk for the Illinois Central 
Railroad, at Warren, Ill., February 17, 1866; telegraph oper- 
ator, C. & N. W. Ry., Barrington, Ill., June, 1866-February, 1867; 
clerk and operator on various divisions, same road, 1867-77; 
agent at Norwalk, Wis., 1877-9; traveling freight agent, same 
road, 1879-81; division freight agent, Winona & St. Peter and 
Dakota Central Railroad, Winona, Minn., 1881-2; assistant gen- 
eral freight agent, 1882-3, and general freight agent, 1883-4, 
A. T. & S. F. Railroad; traffic manager, Mexican Central Rail- 
road, 1884-6; traffic manager, Wisconsin Central lines, 1887-93; 
vice-president and general manager, 1893-5, and president, 1895- 
1901, Evansville & Terre Haute Railroad. 

After he resigned as president of the Evansville & Terre 
Haute in 1901, he was associated with the General Paper Cor- 
poration. After that he was executive director of the Chicago 
Shippers’ Association, which, about 1905, was merged with the 
Chicago Association of Commerce. 


COMMISSIONER COX INJURED 


Commissioner Cox, who was shaken up in a minor collision 
when traveling to Washington from New York, October 28, has 
not been able to attend to his duties as commissioner since that 
time. At the time of the collision it was said that he had not 
been injured, but it has developed that he suffered injuries to 


his back. He is now at Hot Springs, Ark., and is reported to be 
recoveling slowly. 


DOINGS OF THE TRAFFIC CLUBS 


After a period of inactivity the work of reorganizing the 
Milwaukee Traffic Club began, December 5, at a dinner held at 
the Milwaukee Athletic Club. Carl B. Jackson, president of the 
National Association of Railway and Utilities Commissioners, 
spoke on “States Rights and Jurisdiction of State Commissions 
Over Intrastate Rates.” Among others who spoke briefly were: 
Mr. H. W. Beyers, freight traffic manager, C. & N. W.; T. W. 
Proctor, general freight agent, C. M. & St. P.; Geo. M. Krid- 
ler, general freight agent, Baltimore & Ohio; E. R. Newman, 
assistant general freight agent, Wabash Railroad; Mr. F. M. 
Elkinton, president of the club. Arrangements are being made 


for the club’s annual dinner, which, it is planned, will be held 
January 16, 1922. 


The Transportation Club of San Francisco will hold its 
annual Christmas dinner and jinks at the Palace Hotel, Decem- 
ber 22. A standard semaphore will be used to announce the 
features of the entertainment. 





Bancroft Hill, president of the Harbor Board of Baltimore, 
spoke at the December meeting of the Traffic Club of Baltimore, 
held at the Hotel Rennert, December 6, on “Present and Future 
Development of Baltimore Harbor.” E. C. Van Arsdel, business 
manager of The Traffic World, was also on the program. Mov- 
ing pictures of Baltimore’s water-front facilities were shown. 

The regular monthly meeting of the York, Pennsylvania, 
Traffic Club was held at the Manufacturers’ Association, Decem- 
ber 8. J. W. Allison, freight traffic manager of the Western 
Maryland Railway, Baltimore, spoke on “Classification and Rate 
Making.” Motion pictures of the Baltimore terminals of the 
Western Maryland were shown. 








The eighth annual dinner of -the Traffic and Transporta- 
tion Association of Pittsburgh, which numbers over 500 mem- 
bers, was held at the Hotel Chatham, December 8 A. G. Gut- 
heim, of the car service division of the American Railway As- 
sociation, and Major J. Franklin'Bell, U. S. Army, district en- 
gineer for Pittsburgh, were the speakers. The officers elected 
for 1922 were as follows: President, M. A. Greenwood, Balti- 
more & Ohio Railroad; vice-president, R. H. Reese, Jones & 
Laughlin Steel Co.; treasurer, G. E. Greer, Union Pacific Rail- 
road; recording secretary, R. F. Heil, Gulf Refining Co.; finan- 
cial secretary, T. E. Wolfe, A. T. & S. F. Railway; executive 
committee, S. R. Hosmer, Jones & Laughlin Steel Co., chair- 
man; H. A. Cochran, A. M. Byers Co.; A. J. Benson, National 
Tube Co.; J. H. Anderson, Pere Marquette Railway; H. F. Starke, 
Southern Pacific Railway. 





Henry C. Wallace, Secretary of Agriculture, and James C. 
Davis, Director-General of Railroads, will speak at the fourteenth 
annual dinner of the Traffic Club of Philadelphia, to be held at 
the Bellevue-Stratford Hotel, January 9, 1922. 





The annual meeting and election of officers of the Traffic 
Club of New England will take place at the Copley-Plaza Hotel, 
Boston, December 12. Dinner will be served, and entertainment 
furnished by the Traffic Club Glee Club. 





J. H. Butler, manager of the loss and damage department 
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of the American Railway Express Co., spoke on the perfect 
package campaign at the regular monthly meeting of the Traffic 
Club of Newark, held at the Achtel-Stetter Hotel, December 5. 


FUNDS FOR I. C. C., ETC. 


The Trafic World Washington Bureau 


An appropriation of $5,194,970 for the Interstate Commerce 
Commission for the fiscal year ended June 30, 1923, is recom- 
mended in the budget as submitted to Congress by President 
Harding with the report of the Director of the Bureau of the 
Budget. The director made some reductions in the amounts 
requested by the Commission. 

The Commission asked $2,400,000 for general expenses and 
$2,330,470 is recommended; $600,000 for enforcement of section 
20 and $575,000 is recommended; $380,000 for enforcement of 
the safety acts and $350,000 is recommended; $350,000 for locomo- 
tive inspection and $300,000 is recommended ($300,000 is statu- 
tory limit on this item, but Commission requested additional 
amount to emphasize need for change in. law); $1,630,000 for 
the valuation work and $1,500,000 is recommended; and $139, 
500 for salaries of commissioners. 

For the fiscal year ending June 30, 1922, the Congress ap- 
propriated a total of $4,893,100 for the Commission. However, 
the Commission had to ask for a deficiency appropriation of 
$300,000 additional. 

The budget carries $150,000 for printing and binding, this 
item being separate from those set forth above and nct included 
in the grand total. 

For the Shipping Board and the Emergency Fleet Corpora- 
tion a total of $50,501,500 is recommended, divided as follows: 
Salaries of commissioners and secretary, $89,000; other board 
expenses, $392,500; investigation of foreigr discrimination 
against American shipping, $20,006; emergency shipping fund, 
$50,000,000. In the fiscal year ended June 30, 1922, a total of 
$73,959,000 was appropriated, of which $73,500,000 was for the 
emergency shipping fund. 

For the Railroad Labor Board the budget carries an appro- 
priation of $400,000 as against $370,000 in the preceding fiscal 
year. The $400,000 is divided as follows: $95,000 for salaries 
of members and secretary, and $305,000 for other expenses. In 
the preceding fiscal year $275,000 was appropriated for other 
expenses. 

For the inland and coastwise waterways division of the War 
Department an appropriation of $30,000 is recommended as 
against an appropriation of $1,225,000 in the fiscal year ended 
June 30, 1922. This indicates that the waterway service operated 
by the government is reaching the point where it is nearly self- 
supporting. 


GROCERS-PACKERS CASE 


The Trafic World Washington Bureau 


Notice has been given by Clifford Thorne that application 
will be made for reopening the cases in which the wholesale 
grocers’ association complained that the railroads were dis- 
criminating in favor of the packers in their tariffs pertaining 
to the shipments of mixed carloads of meat products and gro- 
ceries. The announcement was made to a committee represent- 
ing the Department of Justice, the Department of Agriculture 
and the Department of Commerce, which is sitting as a board 
of advisers to Attorney-General Daugherty on the application of 
the California Canners’ Association for a modification of the 
consent decree entered by the Supreme Court of the District 
of Columbia, so that the packers could compete for the product 
of the California fruit and vegetable canners, which they would 
do if they were permitted to haul fruits, vegetables and other 
groceries in their refrigerator cars. 

The committeemen asked him if the testimony he was sub- 
mitting to them had been presented to the Interstate Commerce 
Commission. Mr. Thorne had that it had. He added that he 
would ask for a reopening of the case. The committee, by im- 
plication, said that it was not sitting as a board to review the 
decision of the Interstate Commerce Commission, which held 
that the railroads were not discriminating against the zros-!'s 
and in favor of the packers. F 

The grocers are contending that the decree, forbidding the 
packers to engage in the grocery business should not be modi- 
fied, even if the commission had held that the railroads did not 
discriminate against the grocers. 


Cc. & I. W. STOCK 


The Chicago & Illinois Western Railroad has been author 
ized by the Commission to issue $600,000 of 7 per cent non-cumu- 
lative preferred capital stock, consisting of 6,000 shares of the 
par value of $100, and deliver it to the Dolese & Shepard Co., 
liquidation of interest-bearing indebetdness due that company 
amounting to $600,000. The Dolese company substantially cont 
trols the railroads, the Commission said, which extends from 


Western avenue, Chicago, to Willow Springs, IIl., a distance of 
12.06 miles. 
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Mr. Traffic Manager 


Let Us Help You Solve Your 
Export Traffic Problems 


wn 



















Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 









In our organization you will find men of 
broad experience whose knowledge may 
prove of material assistance. 


















American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 










Consult with us relative to a service with a 





scope starting from the time your goods s8. HAWAIIAN zeae ery re ww“ Dee. 22 
D .S. PA ee ene <r ee a 
leave the factory and ending when the 7 = Seated sa te aes 











ocean documents are dispatched. 


THE W. L. RICHESON CO., INC. 


FREIGHT BROKERS AND FORWARDERS 
Export Shipping for Account of Principals Throughout the World. 


(Main Office) 
Suite 1317-1326 Hibernia Bank Building 
NEW ORLEANS 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 

















EUROPEAN SERVICE 
U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 
























Joint Services with 
Hamburg-American Line 

























401 Produce Exchange 2nd Floor Steele Bldg. 
NEW YORK CITY GALVESTON ro Sy 
515 Railway Exchange Bldg. NEW YORK TO HAMBURG 

Kansas City, Mo. i laa a onc chore meee wse eu ew sien'aue eaves Dec. 15 

ee ly eS A reer Dec. 22 

Direct Private Wire Service Between All Offices B.S. FHANBA.  ..c0c00-. Sete ibis a oishura sine WA ivioa walsielelneaneel Dec. 29 

ee i RO eee Jan. 5 

Stes Fe IE a 6 ig ans ia okin 62196 wie 68a 66a sions Jan. 12 


*Carries third-class passengers. 
¢Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 
PHILADELPHIA TO BREMEN AND HAMBURG 
S.S. CALLISTO (Hamburg only—via Baltimore)....... Dec. 15 
HA FTMAN’S BOSTON TO BREMEN AND HAMBURG 
S.S. CLARKSBURG (via Baltimore and Norfolk)..... Dec. 31 
BALTIMORE TO BREMEN AND HAMBURG 
S.S. DEUTSCHFELD (via Norfolk) 


S.S. CALLISTO (Hamburg only)..................e08. Dec. 21 
S.S. CLARKSBURG (via Norfolk)................00005 Jan. 7 


























Issued for the benefit of shippers who 
want to know their Freight Rates with- NORFOLK Ame ie Ghee TO BREMEN 
out the high cost of maintaining a file S.8. DEUTSCHFELD 


of Railroad tariffs.  — i Rapicaaeeimc Re nema een t Jan. 10 ° 


Service that has satisfied the most NEW ORLEANS TO ROTTERDAM AND 
exacting, for over Eleven Years. HAMBURG 
































. P P Ee eee eer Early December 
The only Publication of Freight Rates S.S. WESTERWALD (Hamburg only).......... Early January 
that covers both Class and Commodity Through bills of lading via Hamburg issued to all Scandinavian 


and Baltic Ports 
Rates and makes reference to the tariffs 


from which the information is taken. NEW YORK TO DUTCH EAST INDIES 


i i i ’ i -D i, h ’ i ’ i , 

A convenient record of rates issued in Ph, Se yo 8., yoo Canoe, Betevin 

loose leaf form and served with a monthly S.S. HALF MOON eeeccecccccccceccce . eccccee A ecoccccecce Dec. 10 
distribution of revised pages covering Loading Pier 21, Pouch Terminal, Clifton, S. I. 


changes. NEW YORK TO NORTH AFRICA, MALTA, 
This service can be placed in your EGYPT, LEVANT, RED SEA PORTS 
traffic or shipping department at FE) sub- obo eran wee nes wr nnweseuewresenayeesi Dec. 10 
scription cost of $24.00 per year. Loading Pier 21, Pouch Terminal, Clifton, S. I. 


LEY US SEND YOU SAMPLE PAGES General Offices: 39 BROADWAY, New York 
er Oo Telephone WHITEHALL 1020 


> WESTERN FREIGHT OFFICE 
W. J. HARTMAN , PUBLISHER 327 South LaSalle Street, Chicago Phone Wabash 4891 







BRANCH OFFICES 

732 FEDERAL ST.. CHICAGO, U. S. A. 40 Central Street, Boston Phone Fort Hill 3084 
Bourse Bldg., Philadelphia Phone Lombard 7050 
Oliver Bldg., Pittsburgh Phone Grant 7431-2 






GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisce 
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listed in your columns at that time and most all industrial traflic 
men had ample occasion to complain. 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic. Men 
e —~ _— 
LABOR AS A COMMODITY 
Editor The Traffic World: 


I have read with great interest Mr. Ramsey’s letter in the 
November 26 issue of The Traffic World on labor as a commodity. 
If you will allow me, I would like to name a few reasons why 
I think railroad labor is a commodity. 

First—It is a known fact that railroad labor is at all times 
trying to help create more positions in order that it may have 
more members and thereby make more strength to use when 
making demands on the carriers. As I have yet to hear of its 
being willing to let the carriers consolidate three positions and 
have the work done by two men instead of three. 

Seccnd—You never see or hear of these men going out of 
the way to do some little deed in order to save the carrier any 


money; and right here I would like to tell of a case that will 
prove what I have said. 
One morning about 2 a. m. the weather got cold and there 


were in the yards several cars of oranges with the vents open, 
and the night chief clerk told the yard clerk to go and get one 
of the car repairmen to help him close up the vents. The clerk 
went to the shanty where the repairmen stayed when not at 
work, and found several of them sleeping; he kept knocking 
and finally awoke them and, with an oath, one of them threw 
a wrench at the door and told him to get away, as they were 
not paid to close vents. This is what I call good—a man being 
paid to work and when there is something to be done he refuses 
to do it and will go to sleep on the job when he is getting paid 
and let a thing of this kind go undone when he should have the 
welfare of the carrier at heart and try and do all he could to 
keep it from losing money. 

Third—Railroad labor, as a rule, is never satisfied with the 
job it has and when there is an opening and the place is up 
for bids he will bid on another place which is no better than 
the cne he has and then he has to learn all the new duties about 
that position; and I have known that in some cases he will in 
a short time bid back the same position he had before. This is 
very expensive for the carrier when men are all the time chang- 
ing places for no other reason than to show their seniority. 

Fourth—Did you ever hear of one of them putting in some 
of his spare time at home trying to gain a greater knowlede7 
of his work? I have heard of very few cases of this and in the 
ones I have heard of I find in a short time that the men who do 
put in some of their spare time in gaining knowledge of their 
work are soon taken away from the carrier by one of the indus- 
trial concerns that are at all times looking for this class of men. 
Now, why does this man leave the carrier? The answer is he 
knows that the greater per cent of the men are not trying to 
get ahead and there is no use in staying, as he will be promoted 
cnly when his seniority will permit. 

I have no fight against the unions, but I do think they should 


improve their methods of dealing with the carriers, and I be- 
lieve if they would conduct their unions along the line that 


other business is conducted they could be of great benefit to the 
carrier and work out a plan of co-operating in handling all labor 
troubles, and should have a man to mix with the men and study 
their ability and have the men who are efficient promoted, re 
gardless of seniority, which would in a short time make some 
of these dead-heads wake up and increase their efficiency, which 
is cne of the greatest things that the carriers need today. 

I am of the opinion that the carriers would welcome an in- 
crease in efficiency and would be willing to allow the present 
rates of pay to remain, as we all know that there are few men 
on the railroads that could not do some little extra duty that 
would help the carrier to save money and not hurt them either. 

In conclusicn. I will say, let’s have more efficiency from 
reilroad labor and less talk about strikes and back time, and 
I am sure there will be less talk of future cuts coming from the 
carriers. 

F. L. Cobb, Traffic Manager, J. W. 

Cincinnati, O., Dec. 5, 1921. 


Darling Lumber ‘Co. 


GOOD RAILROAD SERVICE 


Editor The Traffic World: 

During congested times on the railroads we passed through 
a year and a half ago, when our railroad friends were the “goats,” 
we all took pleasure in itemizing instances of bad delays and 
poor service. There certainly were some very bad examples 





Since the railroads have sort of come back into their own 
and are able to show real service, few letters have been printed 
giving them credit for real good work. In fact, we seem too 
willing to criticize and rather backward about handing out com- 


pliments. Why not give them encouragement when they do 
good? It might possibly inspire them to keep it up. 
On November 26 we received a telegram from Camden, 


S. C., giving forwarding of Erie 104222. This car left Camden 
cn November 24, consigned to our factory at Walpole and was 
routed via M. & M. T. The Northwestern Railroad of South Car- 
olina picked this up at Camden on the 24th and delivered it 
to the A. C. L. at Sumter on the same date. The A. C. L. in 
turn delivered the car to the M. & M. T. Co. at Norfolk in time 
for forwarding on their boat leaving the 26th. This made better 
than 48 hours between Camden and Norfolk. The M. & M. T. 
Co. and N. H. Railroad handled the contents of this car in good 
time and we had jt placed on our siding just six days after it 
had been loaded. 
This ‘“‘show-’em”-real-service attitude is what we all like to 
Here’s hoping they keep it up. 
Ray Simmons, Traffic Manager, 
Lewis Manufacturing Co. 

Walpole, Mass., Dee. 2, 1921. 


MISQUOTATION OF RATES 
Editor The Traffic World: 

We note in November 26 edition of The Traffic World, in 
the Open Forum, page 1109, that Mr. N. E, Boucher has an article 
on “Misquotation of Rates” wherein he quotes from the act and 
seems to imply that the shipper has the right of recovery from 
the carrier for damages sustained in consequence of a misquota- 
tion of rates. 

If Mr. Boucher will look up the decision of the Supreme 
Court of some six or eight years ago, in the case of “The Hen- 
dervson Elevator Co., Henderson, Ky., vs. the Illinois Centra: 
Railroad,” we think he will find that, regardless of the wording 
cf the act, the shipper has no right of recovery from the carrier 

This was a far-reaching decision and created a gieat deal 
of discussion at the time it was rendered. 

Louisville, Ky., Dec. 3, 1921. 


S€e., 


A. Brandeis & Son. 


SEALS ON FREIGHT CARS 


It is claimed that carriers are not observing the rules of 
the Interstate Commerce Commission as regards seals on freight 


cars. Bulletin No. 9009, Section VI reads as follows: 
1. All seals shall be plainly and consecutively numbered and 
so constructed and applied that manipulation without detection 1s 


effectively prevented. ; ; 
2. Cers shall be sealed as soon as loading is completed. 


We understand that some of the carriers are using seals 
that can be manipulated in such manner as to indicate a clear 
seal record at destination, whereas the cars have been entered 
and part of the contents stolen. Such claims are declined by 
the carriers on a basis of clear seal record. 

It appeals to the writer that this is something worthy ol 
a thorough investigation with a view to ascertaining what the 
facts are as regards seals used by the carrier and whether or 
not they can be manipulated as claimed. 

The Midland Flour Milling Co. 
ant R. C. SHOEMAKER, Traffic Manager 
Kansas City, Mo., Nov. 28, 1921. 


POOR TRAIN SERVICE 
Editor The Traffic World: 

One of the crowning features of the transportation world 
is the connection made at Camp Dix, N. J., by the Pennsylvania 
Railroad end the Pennsylvania & Atlantic Railroad. 

The P. R. R. has a train scheduled to leave Camp Dix at 
6:53 a. m. for Trenton, N. J.\ The*P. & A. has a train leaving 
Hightstown, the end of the line, which is scheduled for arrival 





at Camp Dix at 6:55 a. m. This train is due at Wrightstown. 
a town about one mile from Camp Dix, at 6:44 a. m., from 


it takes the P. & A. eleven minutes 
mile. However, this train usually 


which it will be noted that 
to cover a distance of one 
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Mail Steamship Co. 


PASSENGERS AND FREIGHT 


SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL CRUISE” 


From San Francisco, Los Angeles to Baltimore, calling at ports 
in Manzanillo, Mexico, San Jose de Guatemala, 
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arrives at Dix a minute or two ahead of schedule and some- 
times it is possible to catch the Trenton train. 

A person, after missing connections, has two alternatives. 
One is to hire a jitney, if one happens to be around, at a cost 
of about twice the railroad fare, and just at this time of year, 
enjoy a nice cool ride to Trenton. The other is to wait in the 
station, which, by the way, is none too comfortable these morn- 
ings, for a period of something over two hours, as the next 
train leaves for Trenton at 9:05 a. m. 

This matter of poor service and connections was called to 
the attention of the proper officials of the two lines some few 
weeks back, but it appears that co-operation between these two 
carriers is quite infinitesimal, and that surface, at this particular 
point, is far from being the policy of the companies. 

Miles Powell, De Laval Steam Turbine Co. 

Trenton, N. J., Dec. 6, 1921. 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


Revenue freight loading totaled 673,827 cars in the week 
ended November 26, as compared with 786,671 in the preceding 
week, according to the weekly report of the car service division 
of the American Railway Association. The drop in loading is 
attributed to the fact that Thanksgiving was observed as a 
holiday and also to expected seasonal decreases. In the cor- 
responding weeks of 1920 and 1919 the loadings totaled 803,701 
and 739,197 cars, respectively. 

Decreases were shown in the loading of every commodity 
in the week ended November 26, as compared with the pre- 
ceding week, but this was to be expected on account of the 
holiday. Loading of grain and grain products dropped from 
37,455 cars in the week ended November 19 to 35,081 cars in 
the weck ended November 26; live stock from 34,538 to 25,866 
cars; coal from 166,786 to 137,432 cars; coke from 6,487 to 6,307; 
forest products from 50,300 to 43,648 cars; ore from 7,924 to 
5,541 cars; merchandise, L, C. L., from 228,866 to 200,000 cars; 
and miscellaneous from 254,315 to 219,757 cars. 

Loading by districts in the week ended November 26 and 
the coresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 8,178 and 5,433; 
live stock, 2,766 and 3,391; coal, 38,209 and 53,184; coke, 1,609 
and 2,643; forest products, 4,156 and 5,020; ore, 1,057 and 6,154; 
merchandise, L. C. L., 55,184 and 41,519; miscellaneous, 58,068 
and 67,946; total, 1921, 169,177; 1920, 185,290; 1919, 178,309. 

Allegheny district: Grain and grain products, 2,071 and 
1,662; live stock, 2,941 and 3,415; coal, 41,077 and 60,916; coke, 
3,128 and 7,121; forest products, 2,608 and 2,725; ore, 1,966 and 
6,513; merchandise, L. C. L., 42,725 and 35,752; miscellaneous, 
45,661 and 55,075; total, 1921, 142,177; 1920, 173,179; 1919 157,741. 

Pocahontas district: Grain and grain products, 192 and 95; 
live stock, 100 and 123; coal, 15,502 and 21,251; coke, 147 and 
932; forest products, 1,214 and 1,488; ore (none reported for 
1921), and 129; merchandise, L. C, L., 4,5954 and 4,582; miscel- 
laneous, 2,819 and 3,072; total, 1921, 24,928; 1920, 31,622; 1919, 
36,644. 

Southern district: Grain and _ grain products, 2,826 and 
577; live stock, 1,663 and 1,784; coal, 17,152 and 31,565; coke, 
56 and 1,406; forest products, 15,954 and 15,326; ore 481 and 
574; merchandise, L. C. L., 33,046 and 30,670; miscellaneous, 
2,084 and 35,288; total, 1921, 103,662; 1920, 121,190; 1919, 102,783. 

Northwestern district: Grain and grain products, 9,282 and 
10,580; live stock, 6,745 and 8,450; coal, 7,933 and 9,884; coke, 
734 and 1,671; forest products, 8,594 and 11,621; ore, 713 and 
13,219; merchandise, L. C. L., 23,219 and 23,189; miscellaneous, 
22,068 and 28,620; total, 1921, 79,288; 1920, 107,234; 1919, 107,851. 

Central Western district: Grain and grain products, 9,241 
and 9,117; live stock, 9,351 and 10,639; coal, 14,536 and 26,011; 
coke, 121 and 545; forest products, 4,788 and 4,876; ore, 682 
and 2,881; merchandise, L. C. L., 26,999 and 27,146; miscella- 
neous, 32,886 and 39,574; total, 1921, 98,604; 1920, 120,789; 1919, 
101,984. 

Southwestern district: Grain and grain products, 3,291 and 
3,844; live stock, 2,300 and 2,185; ‘coal, 3,023 and 6,155; coke, 
112 and 127; forest products, 6,529 and 7,008; ore, 642 and 494; 
merchandise, L. C. L., 13,923 and 14,659; miscellaneous, 26,171 
and 29,925; total, 1921, 55,991; 1920, 64,397; 1919, 53,885. 

Total, all roads: Grain and grain products, 35,081 and 33,- 
308; live stock, 25,866 and 29,987; coal, 137,482 and 208,966; 
coke, 6,307 and 14,445; forest products, 43,843 and 48,014; ore, 
5,541 and 31,964; merchandise, L. C. L., 200,000 and 177,517; 
miscellaneous 219,757 and 259,500; total, 1921, 673,827; 1920, 
803,701; 1919, 739,197. : 

Revenue freight loading by districts in the week ended No- 
vember 19 and the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 9,031 and 5,586; 
live stock, 3,952 and 4,070; coal, 45,489 and 56,799; coke, 1,782 
and 2,522; forest products, 4,325 and 6,556; ore, 2,060 and 5,389; 
merchandise, L. C. L., 63,409 and 48,081; miscellaneous, 68,929 
and 80,026; total, 1921, 198,927; 1920, 209,029; 1919, 202,480. 

Allegheny district: Grain and grain products, 2,332 and 
2,036; live stock, 3,044 and 4,133; coal, 47,965 and 60,952; coke, 
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2,888 and 6,744; forest products, 2,980 and 3,234; ore, 3,018 and 
8,383; merchandise, L. C. L., 47,538 and 39,876; miscellaneous, 
53,593 and 62,648; total, 1921, 164,108; 1920, 188,006; 1919, 178. 
850. 

Pocahontas district: Grain and grain products, 212 and 125: 
live stock, 181 and 176; coal, 20,812 and 21,012; coke, 168 and 
969; forest products, 1,294 and 1,527; ore, 3 and 211; merchan. 
dise, L. C. L., 5,660 and 5,062; miscellaneous, 3,166 and 3,053; 
total, 1921, 31,496; 1920, 32,135; 1919, 38,505. 

Southern district: Grain and grain products 2,959 and 2,578: 
live stock, 1,881 and 2,460; coal, 21,270 and 31,227; coke, 516 ang 
1,226; forest products, 16,774 and 15,922; ore, 473 and 2,752; mer. 
chandise, L. C. L., 37,961 and 34,542; miscellaneous, 36,280 and 
37,705; total, 1921, 118,114; 1920, 128,412; 1919, 118,133. 

Northwestern district: Grain and grain products 10,047 and 
11,893; live stock, 9,372 and 11,034; coal, 8,826 and 12,490; coke, 
849 and 1,459; forest products, 11,460 and 13,695; ore, 877 and 
17,235; merchandise, L. C. L., 27,213 and 27,434; miscellaneous, 
28,321 and 33,519; total, 1921, 96,965; 1920, 128,759; 1919, 135,304, 

Central western district: Grain and grain products, 9,463 
and 9,396; live stock, 12,348 and 15,756; coal, 18,656 and 25,909; 
coke, 149 and 555; forest products, 6,331 and 5,455; ore, 715 and 
3,167; merchandise, L. C. L., 31,036 and 30,735; miscellaneous, 
37,869 and 43,113; total, 1921, 116,567; 1920, 134,086; 1919, 121,857. 

Southwestern district: Grain and grain products, 3,411 and 
4,139; live stock, 2,960 and 2,950; coal, 3,818 and 7,933; coke, 135 
and 150; forest products, 7,186 and 7,545; ore, 778 and 537; mer- 
chandise, L. C. L., 16,049 and 16,824; miscellaneous, 26,157 and 
28,633; total, 1921, 60,494; 1920, 68,711; 1919, 59,472. 

Total all roads: Grain and grain products 37,455 and 35,753; 
live stock, 34,538 and 40,579; coal, 166,786 and 216,322; coke, 6,487 
and 13,625; forest products, 50,300 and 53,934; ore, 7,924 and 
37,674; merchandise, L. C. L., 228,866 and 202,554; miscellaneous, 
254,315 and 288,697; total, 1921, 786,671; 1920, 889,138; 1919, 
854,601. 


CAR SURPLUS AND SHORTAGE 
The Trafic World Washington Bureau 


An increase of 69,403 surplus cars were reported to the car 
service division of the American Railway Association for the 
period November 23-30 as compared with the period November 
15-23. The total was 282,926 as against 213,523 in the preced- 
ing week. The shortage dropped from 393 to 302 cars. 

The surplus was made up as follows: Box, 103,766; venti- 
lated box, 3,947; auto and furniture, 6,161; total box, 113,874; 
flat, 9,918; gondola, 95,266; hopper, 37,427; all coal, 132,693; 
coke, 4,232; S. D. stock, 12,300; D. D. stock, 1,718; refrigerator, 
2,997; tank, 527; miscellaneous, 4,672; total, 282,926. 

The shortage was made up as follows: Box, 264; flat, 29; 
S. D. stock, 1; refrigerator, 6; miscellaneous, 2; total, 302. 


CAR SUPPLY SUMMARY 


General car supply conditions at the end of November were 
set forth as follows by M. J. Gormley, chairman of the car serv- 
ice division of the A. R. A.: 


Box Cars: Coincident with decreased loading customarily ex- 
perienced at this season, together with the passing of artificial demand 
created by the threatened labor difficulty, surplus plain box cars in 
good order on November 1 totaled 51,527, or nearly one and a half 
times the number reported two weeks previously. Empty cars enroute 
home should be used for loading to fullest possible extent to reduce 
empty mileage to the minimum. Give special attention to observance 
of car service rules in furnishing cars foar loading. ; 

Automobile Cars: Cars of this type should be worked home or into 
automobile-producing territory as requirements may necessitate. 

Ventilated Box Cars: In demand. Return promptly to owners. Do 
not load with dead freight except in direction of home. 

Stock Cars: Supply ample. Return cars to owners promptly. 

Refrigerator Cars: In the northwest there will be a somewhat de- 
creased demand for refrigerators after the Thanksgiving holiday until 
the first of the year. It is expected the citrus fruit loading in Florida 
and from California will continue at the usual seasonal rate. Loading 
for November is generally running in excess of last year but not as 
heavy as during the month of October. Due to the splendid support of 
the shippers and receivers of perishable freight, as well as co-opera- 
tion by the railroads, the situation this season to date has been han- 
dled well, and at present all requirements are being fully met. Dis- 
— of cars will continue to be as directed by the refrigerator 
section. 

Open Top Cars: Bituminous coal production per week hovers 
around the nine million ton mark. All roads report a full car supply 
for the loading of coal and other commodities requiring open top cars. 
An increase of approximately 21,000 open top cars reported surplus as 
of week ended November 15. 


Flat Cars: There has been a falling off in the demand for flat 
cars. Figures for period ended November 15 show a surplus of 


9,830 cars. 





LOCATION OF CARS 


The per cent of home cars on home roads for Class I roads 
was 64.1 on November 15, according to statistics issued by the 
car service division of the American Railway Association. — BY 
classes of equipment the per cent was as follows: Box, 52.7; 
refrigerator, 50.8; gondola, 72.9; stock, 78.9; flat, 79. 

The percentages of freight cars on line to ownership as of 
November 15 were as follows by districts: Eastern, 100.1 4 
against 94.5 a year ago; Allegheny, 98.9 as against 99.2 a year 
ago; Pocahontas, 88 as against 80.8 a year ago; Southern, 97.9 
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MEXICO 


Exporters, Attention! 
Port of Laredo Cleared 


Through the splendid cooperation of the National 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 


Route your merchandise for reforwarding via our 


PACKAGE CARS 


FIVE to SIX DAY SERVICE to MEXICO CITY 





Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Laredo, Texas El Paso, Texas 
Nuevo Laredo, Tamps. 


Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Eagle Pass, Texas 
Juarez, Chih. 


Write us for full particulars and request 
a copy of our shipping instructions. 





ka “Ship by Water’ 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru bills of lading issued to San Diego, Oakland, Stockton and 
acramento, California; Hawaiian and Far East Ports; 
Grays Harbor and Puget Sound, Wash. 


For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
15 Moore Street, New York 


Telephone, Bowling Green 7394 


Philadelphia, Pa. 
Drexel Building 


Baltimore, Md. 
39 South Street 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Tacoma 


Pittsburgh, Pa. 
Oliver Building 
































SM ocus-wise 
Freight Service 


WHITE STAR DOMINION LINE AMERICAN LINE 














































ATLANTIC TRANSPORT LINE LEYLAND LINE 
RED STAR LINE WHITE STAR LINE 
REGULAR SAILINGS 
FROM 

New York Portland, Me. Norfolk 
Boston Montreal Mobile 
Philadelphia Baltimore New Orleans 
Galveston Brunswick 
TO 
London Antwerp Genoa 
Liverpool Hamburg Southampton 
Manchester Danzig Australia and 
Glasgow Gibraltar New Zealand 
Avonmouth Naples 










International Mercantile Marine Co. 


A. C. Fetterolf, Freight —. Manager 
J. D. Roth, Gen. Western Freight Agt. - 0. Martin, W. Freight Agt. 
327 South La Salle Street, “Seraneteies Life Building, 
Chicago, Illinols. Minneapolis, Minn. 
E. J. McConnell, Southwestern Freight Agent, 
1101 Locust Street, St. Leuls, Mo. 






























Offices 
New York, 11 Broadway New Orleans, Hibernia Bank Bldg. 
Boston, 84 State St. Galveston, Cotton Exchange Bldg. 
Montreal, McGill Bldg. Norfolk, Flatiron Bidg. 
Philadelphia, a Bldg. Houston, Cotton Exchange Bidg. 
Baltimore, Chamber of Commerce Mobile, Ala., Mobile Liners. 







Teronto, ‘008 Royal Bank Bldg. Portland, Me., 1§ india Street. J. 















ROUTE YOUR CARGO VIA 


Mobile: Culfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 

















Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


We Solicit General Cargo 
HAMBURG-BREMEN 




















BB., RPO Ms es 0:00:60: cnn ccenecae Due Pensacola to load Dec. 5th 
S.S. CODY or Substitute.............. Due Mobile last half December 
LIVERPOOL-MANCHESTER 

Loading Gulfport 
|. 1 bee et 

























S.S. COAHOMA COUNTY 
Ee Due Mobile late December 
i { Due Mobile late January 
iE i is io sie 0s cio wiviewiarwiewisieines | as Geauels ence Dibooney 
LONDON 
SS. RASTER BUN........06.005008 § Due Mobile about Dec. 23d 
1. Due Pensacola early January 
rr Late January 


















Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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as against 89.8 a year ago; Western, 99 as against 100.8 a year 
ago; grand total all districts, 98.6 as against 96.5 a year ago; 
Canadian roads, 93.7 as. against 98.2 a year ago. 


RAILROAD FACILITIES GROWING LESS 


“Notwithstanding the continuous growth of the United 
States and the necessary demand for increased railroad facilities, 
railroad construction, according to reports made to the Interstate 
Commerce Commission, has not only ceased to gain but has 
been losing ground,” says the Association of Railway Executives. 
“The number of miles of railways owned by all steam railroads in 
the United States (not including switching and terminal com- 
panies) is shown in the following table covering the period from 
1908 to 1919: 


As of end Miles As of end Miles 
of year. owned. of year. owned. 
June 30- June 30— 
ME Gn ce leile Apne wn aecae 233,468 | ee eee ee 253,789 
BE. Socebaes whew wes* 236,834 SE eee See eS 254,251 
BE 1 So ciainiaheis a cncinie Ge 240,293 December 31— 
Le a 243,979 oe, er eee ne 254,037 
Lo er a ee 246,777 Ly eee ee 253,626 
BN Che Weascne craceai neta 249,777 ae ee ke 253,529 
1h donde Guaceaerns 252,105 OED SieaitionwNereiseees 253,152 


“It will be noted that since 1916 the number of miles owned 
has been less with each succeeding year. The basis of the above 
table is on owned rather than operated mileage because the lat- 
ter would include duplication growing out of trackage rights and 
similar agreements.” 





COMPENSATION OF EMPLOYES 

The compensation paid railroad employes in July—$214,339,- 
385—as shown by the July report of the Commission to which 
reference was made in the December 3 issue of The Traffic 
World, was 59.1 per cent of the operating expenses of the rail- 
roads for that month, according to a statement issued by the As- 
sociation of Railway Executives. The number of employes in 
July—1,634,872—-were compared with 1,804,822 in January; 
1,676,543 in February; 1,593,068 in Mareh; 1,542,716 in April; 
1,575,599 in May, and 1,586,143 in June. During the first seven 
months of 1921 the railroads paid their employes $1,671,349,536 
in wages, which was 61.3 per cent of the total operating ex- 
penses for that period. 





BAD ORDER CARS 


Cars in bad order November 15 numbered 333,616, or 14.4 
per cent of the cars on line, as compared with 345,201 cars on 
November 1, or 15 per cent, according to ‘compilations made by 
the car service division of the American Railway Association. 


PAYMENTS TO RAILROADS 
The Trafic World Washington Bureau 


In the first statement it has issued since November 1 on 
payments to railroads, the Treasury Department has announced 
that the total payments to carriers under the transportation act 
to November 30 amounted to $693,452,894.10. Since November 1 
the following payments have been made: Under section 209 (ad- 
vance on guaranty), $16,543.61 to the Alabama & Mississippi; 
under section 212 (partial payment on guaranty), $10,000 to the 
Carolina & Northeastern; under section 210 (loans), payments 
have been made as follows: Central Vermont Railway, $128,000; 
Chicago & Eastern Illinois R. R. Co., receiver, $785,000; Evans- 
ville, Indianapolis & Terre Haute Ry. Co., $50,000; National Rail- 
way Service Corporation, a/c Chicago, Rock Island & Pacific 
Railway Co., $460,000; New York, New Haven & Hartford Rail- 
road Co., $400,000; Norfolk Southern Railroad Co., $50,000; West- 
ern Maryland Railway Co., $200,000; Wheeling & Lake Erie 
Railway Co., $260,000. 

The carriers to which final payments have been made by the 
Treasury of the guaranty under Section 209 and the aggregate 
amounts severally paid to them on the guaranty including ad- 
vances made under paragraphs (h) and (i) are as follows: 
Alabama & Mississippi Railroad Co., receiver, $16,543.61; Ann 
Arbor Railroad Company, $315,261.85; Electric Short Line Rail- 
way Company, $59,993.67; Electric Short Line Terminal Com- 
pany, $3,158.56; Norfolk Southern Railroad Company, $1,311,- 
700.63. 

The total payments to November 30 under the several sec- 
tions of the transportation act were set forth as follows: 





(a) Under Section 204, for reimbursement of deficits dur- 
te TOGSTS!l COMETO! «co ccicccccsecens $ 
(b) Under Section 209: 
(1) To earriers to which final payment of the guar- 
anty has been made under paragraph (g), 
including previous advances under para- 
SS UND) MI OUND oa de ciccaree'e bul aeisneciceateewaus.s 1,706,658.32 
(2) For advances under paragraphs (h) and (i) to 
carriers as to which a certificate for final 
payment has not been received by the treas- 
ury from the Interstate Commerce Commis- 
REP CEO CC er ee BE 
(c) Under Section 212: 
(1) For partial payments in respect to the guar- 
anty provided in Section 209.............cceee. 165,827,775.05 
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(2) For partial payments in respect to the reim- 
bursement for deficits during the period of 


federal control provided in Section 204........ 1,815,541.15 

(d) Under Section 210, for loans from the revolving fund 
of $300,000,000 therein provided. ......cscccncscccece 259,777,217,06 
TIA 5 es 8 ecto adv Si ceete- ahs 7S Sick aceon ee $693,452, 854.19 


The payments above mentioned are in addition to disburse. 
ments made to carriers by the Director-General of Railroads.’ 

Repayments on loans under Section 210 have been made ag 
follows: Ann Arbor Kailroad, $60,000; Atlanta, Birmingham ¢ 
Atlantic Railway Co., $20,000; Bangor & Aroostook Railroad, $4. 
000; Carolina, Clinchfield & Ohio Railway Co., $1,000,000; Chi. 
cago, Indianapolis & Louisville Railway Co., $45,090; Chicago ¢ 
Western Indiana R. R. Co., $89,000; Great Northern Railway. 
$15,134,000; Illinois Central Railroad Co., $296,000; Missow; 
Pacific Railroad Co., $4,362,000; National Railway Service (Cor. 
poration, $380,367.70; Salt Lake & Utah Railroad Co., $15,700: 
Waterloo, Cedar Falls & Northern Railway Co., $60,000; total, 
$21,466,067.70. 

The War Finance Corporation has announced that the ad. 
vance of $17,500,000 to the New York Central Railroad Company, 
made on January 23, 1919, under the war powers of the Corpora. 
tion, has been repaid in full. 





EQUIPMENT TRUST CERTIFICATES 


The Trafic World Washington Bureay 

Eugene Meyer, Jr., managing director of the War Finance 
Corporation, has announced the sale by the Director-General 
of Railroads of $12,842,300 of railroad equipment trust certif- 
cates at par and accrued interest, thus bringing the total sales 
to date to $132,910,600. Mr. Meyer said the sales indicated 
improved business conditions. 

Equipment trust certificates of the Cleveland, Cincinnati, 
Chicago & St. Louis, maturing from 1923 to 1935, inclusive, in 
the amount of $4,507,100, were sold to a syndicate consisting 
of the Guaranty Company and Potter Brothers & Co. of New 
York, the Union Trust Company of Pittsburgh, the First Trust 
and Savings Bank of Chicago, the Fifth-Third Bank of Cincinnati 
and the Union Trust Company of Cleveland. 

A block of $8,335,200 of certificates of several roads were 
sold as follows to the Illinois Trust and Savings Bank, the 
Merchants Loan and Trust Company, the First Trust and Sav: 
ings Bank and the Continental and Commercial Trust and Sar. 
ings Bank, all of Chicago: Delaware & Hudson, 1922 to 1927, 
incl., $1,592,400; New York Central, 1925 to 1927, inecl., $2,768- 
100; Chicago & Northwestern, 1925-1927, incl., $1,994,700; Michi- 
gan Central, 1925 to 1927, inel., $1,039,260; Chicago, St. Paul, 
Minneaplois & Omaha, 1922 to 1927, incl., $940,800. 

“With reference to the sale of railroad equipment trust 
certificates to the syndicate of Chicago banks, totaling $8,335- 
200, it is interesting to note that the investment demand for 
these securities, which at first was confined to the eastern ter: 
ritory, is gradually spreading westward,” said Mr. Meyer. “It 
appears to indicate that the general improvement in money 
market conditions is following precedent, and is gradually mov- 
ing westward. It means that there will be a better market 
for farm mortgages in the not distant future, and that the agii- 
cultural sections will soon begin to feel the benefit of improving 
financial conditions.” 


LOAN TOK.M.&0 


The Trafic World Washington Bureau 

Against the earnest dissent of Commissioner Daniels, the 
Commission, acting through Division 4, composed of Commis: 
sioners Meyer, Daniels, Eastman and Potter, has approved 4 
loan of $2,500,000 to the Kansas City, Mexico & Orient, for two 
years from December 1, this year. This loan is to replace one 
for a like amount made to the receiver of that road Decembel 
1, 1920. 

Commissioner Daniels opposed the loan because, as he intel- 
preted the facts, the road will not be able to return the money 
and will probably never pay interest on it because, at the rale 
at which it has been losing money, its operating deficit for the 
current year will be not less than $600,000. 

Receiver’s certificates are to be the collateral for what 
amounts to a renewal of the loan. The Commission, in its report 
from which Mr. Daniels dissented, said it was obvious that the 
Orient needed more time in which to effect permanent finan 
ing. The company’s receiver said that his expectations had not 
been realized, in the year since the increase granted in Ex Parte 
No. 74 went into effect; that he had also been disappointed i 
the matter of obtaining money from British interests which 
intend to preserve and develop the property. 

Commissioner Daniels thinks it is a case for Congress and 
not for the Commission to consider because, as he sees the 
facts, there is no reasonable assurance that the company call 
repay the loan, In fact, he said, it seemed certain that if the 
initial payments of interest were made, it would have to be 
taken from the loan. He pointed to the law which says the 
Commission may approve loans if there is reasonable assurance 
of repayment as reason why the Commission should not make 
this loan. 
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CLEVELAND TERMINAL CASE 


The Trafic World Washington Bureau 


On rehearing, the Commission has reversed its previous 
conclusion in the Cleveland passenger terminal case, wherein 
it refused approval of the plans for the terminal at Cleveland. 
It now has approved and authorized the acquisition by the New 
York Central, the Cleveland, Cincinnati, Chicago & St. Louis 
and the New York, Chicago & St. Louis of control of the Cleve- 
land Union Terminals Company by the purchase of capital stock. 
It also has issued a certificate authorizing the carriers named 
to construct and operate a terminal station and line of railroad 
constituting the approaches thereto in the city of Cleveland, 
Commissioner Eastman dissented. The cost of the project is 
estimated at $60,891,735. 

“In approaching this problem,” said Commissioner Camp- 
bell, who wrote the report, “care must be taken to consider the 
city of Cleveland not only from the standpoint of local con- 
venience and needs, but as a gateway through which passes a 
hugh volume of through traffic, both freight and passenger. It 
is undisputed that during the stress of unusual activity in the 
movement of traffic during the late war, Cleveland was one of 
the two points at which the congestion was most serious and 
difficult to relieve. The evidence shows that the greater part of 
all traffic which passes through, or originates at, Chicago or 
St. Louis, destined to eastern points passes through one of 
these two gateways. It is obvious that the truest economy and 
the only sound policy will dictate that carriers be equipped to 
handle, promptly and efficiently, any volume of traffic which 
may reasonably be anticipated. The applicants are the only 
carriers by railroad reaching Cleveland by means of a through 
route handling through traffic as well as traffic originating at 
or destined to Cleveland itself. The management of these lines 
therefore must approach their problem from the standpoint of 
the needs of the entire country in handling through business. 
A far-sighted policy will make provision for the future as well 
as for the present, and for unusual as well as normal conditions. 
The growth of the city has been rapid. Any plan adopted must 
assume a continued industrial development in the future, and 
must take care that such continued expansion will not prevent 
the reasonably free movement of through traffic. The topog- 
raphy of the district does not permit the building of additional 
belt lines to carry through freight around the city except at an 
expense which would be prohibitive. Lake Erie lies just north 
of the Central’s main line. To the south and east of the present 
Cleveland Short Line the country rises sharply, reaching eleva- 
tions of 300 to 700 feet above the lake. It is practically impos- 
sible to build any more lines of low grades suited to the purpose 
across this territory, which extends at least 15 to 20 miles to 
‘the south and east, except by taking valuable property away 
from important industries. Between Buffalo and Cleveland the 
Central has a four-track line, with the exception of about 5 
miles. Between Cleveland and Chicago more than half the dis- 
tance is covered by four tracks. Cleveland is the congesting 
point of this great highway of national transportation. 

“Although the Cleveland Short Line was built in 1904 to 
relieve the congestion on the lake front tracks, that relief proved 
to be but temporary. The evidence as to congestion during 
times of normal as well as heavy traffic movement is persuasive 
that additional facilities are imperatively needed. Freedom of 
movement is hampered both by the single-tracked drawbridge 
across the Cuyahoga River and by the industrial development 
between that point and Collinwood Yard, in which section the 
industrial plants are built so close to the main line as to render 
prohibitive the cost of additional main trackage. These indus- 
tries are very largely on the south side of the tracks and the 
switching must be done across the main line. Studies made 
by the Central, and uncontradicted on the record, show that 
during the period of heavy traffic in May, 1918, the main line 
between the Union Station and Collinwood was occupied by 
passenger trains and light passenger engines a little more than 
half of each 24-hour period. Cleveland is growing industrially. 
Estimates, based on normal growth, indicate 27 per cent in- 
crease in the next five years. Looking into the future, the 
time seems near at hand when local traffic and switching will 
be of such volume as to make Cleveland a point of constant 
restriction or blockade of through traffic, unless the facilities 
are enlarged. 

“The proposed plan affords an additional route through 
Cleveland for the through business of the applicants and pro- 
vides a separate and independent passenger route from Collin- 
wood on the east to Berea on the west, with the.great advan- 
tage of completely segregating the passenger movement through 
the city, thus leaving the full capacity of the lake front tracks 
and of the Cleveland Short Line available for freight move- 
ments only. There is no evidence that any other feasible plan 
would acepmplish a like result. The prime importance of 
making such a provision for the future may be deemed suffi- 
cient to warrant imposing upon the transportation revenues of 
the country any reasonable financial burden which the plan 
may involve. An analysis of the prospective capital charge 
does not reveal an unreasonable burden on future traffic. Con- 


Vol. XXVIII, No, 24 


sidering the importance of the results to be attained, we cannot 
say that the expenditures proposed are out of proportion to 
the benefits which interstate commerce will derive therefrom, 

“In that connection it may be pointed out that the origina) 
estimates of the cost of the project were made on the basis 
of 1920 prices, and that these estimates, as now shown by the 
applicants, may be reduced by an average of about 20 per cent 
on account of the present lower cost of labor and materials. 

“While further evidence was received with respect to the 
contracts to be made use of in carrying out the proposed plan, 
it does not appear that these contracts disregard or prejudice 
the interests of the public. There is no evidence of bad faith 
or unfair advantage which might work to the disadvantage of 
the carriers and thus throw an improper burden on interstate 
commerce. 

“Upon the facts presented we find that the present and 
future public convenience and necessity require and will require 
the construction and operation of the terminal station and a 
line of railroad constituting the approaches thereto, extending 
from West 25th Street to East 40th Street in the city of Cleve. 
land, O., and that it will be in the public interest for the appli- 
cants to acquire control of the Cleveland Union Terminals 
Company by purchase of its capital stock, as aforesaid. 

“We further find that the contracts proposed to be made 
by the Central with the Big Four and the Nickel Plate grant 
to the Central trackage rights only and that authority from us 
to exercise such trackage rights is unnecessary.” 


N. Y. C. CHICAGO TERMINALS 


The Trafic World Washington Bureau 


Arguments were heard December 1 on the proposed report 
submitted by Attorney-examiner Ray W. Clarke on the applica- 
tion of the New York Central for permission to acquire the 
stock yard railroads in Chicago. Clarke recommended a holding 
that the acquisition of the Chicago Junction by the New York 
Central would be in the public interest if the Commission 
should hold that it had jurisdiction over the matter. He recom- 
mended the imposition of conditions to be observed by the New 
York Central after it should become possessor of the stock 
yards terminal, the general purport of which is that the New 
York Central shall operate the stock yard railroad in such a 
way that all other railroads entering Chicago shall have equal 
opportunity for obtaining traffic originating thereon and that 
the grant of this permission shall not be taken as preventing the 
execution of plans for the unification of terminals that may 
hereafter be made by the City of Chicago. 

Clarke expressed the opinion that the conditions could 
not be enforced because there are no penalties in the paragraphs 
of the law under which the acquisition would be made and for 
that reason he suggested that the Commission might well hold 
that acquisition of the stock yard railroad would not be in the 
public interest. 


Attack from three sides was made on the report of the 
attorney-examiner. Robert J. Cary and Silas H. Strawn, appear- 
ing for the applicants, had four and one-half hours in which to 
show the Commission that it has jurisdiction and that the condi- 
tions suggested by Mr. Clarke, contrary to his view, are enforce- 
able, Walter L. Fisher, representing the Railway Terminal Com- 
mission, opposed the issuance of a permit on the ground that 
if terminals are ever to be unified this transfer of the stock 
yards railroads to the New York Central would be.a step 
the opposite direction. His thought was that the Commission, 
before acting on any application of this kind, should lay down 
a policy with regard to railroad terminals and then make per: 
mits issued by it conform to that policy. Answering a question 
by Commission Hall, Mr. Fisher frankly admitted that there 
was no law under which the Commission can force the railroads 
to throw their terminals in Chicago into a pool under the cor 
trol of a single operating agency. He also admitted that the 
Commission had not the money to set up such a single operat: 
ing agency. 

“We do not take much stock in the assertion of the Uniol 
Stock Yards Railroad that it cannot procure capital to extend 
its facilities because of the closed mortgage on its property, 
said Mr. Fisher. “I think I know something about the attitude 
of bondholders and, as I understand it, they favor constructive 
things which will improve conditions. The Chicago Railroad 
Terminal Commission has no power to require the unification 
of terminals but by extra legal methods it imposes conditions 
every time it authorizes a railroad company to do anything 
which when observed will tend to unification. This Commis 
sion could do likewise.” 

Mr. Fisher said that one reason why the Commission was 
not in better odor with the public was because it gave to 
much attention to details and did not formulate principles 
deal more often with fundamentals, He said he uttered that 
observation meaning no disrespect, because he said he knew 
the multiplicity of the Commission’s duties and appreciated 
that it was a hard worked body. 

Luther M. Walter, representing trunk lines other than the 
New York Central that are objecting to the acquisition of th 
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stocks yards terminal by the New York Central, said that unless 
the Commision got down below the veneer that had been thrown 
over this case it would never have a real understanding of it. 
He said he proposed to speak plainly and on his own responsi- 
bility, so that whatever he said that might seem out of line 
should not be attributed to his clients but to himself. Before 
he had an opportunity to point out some of the things he said 
were under the veneer the Commission took an adjournment 
for the day. 

In behalf of the trunk lines protesting against the acquisition 
of the packers’ terminals in Chicago by the New York Central, 
Luther M. Walter, December 2, said that issuance of a permit 
by the Commission would be simply putting temptation in the 
way of that railroad to the hurt of every shipper and every rail 
road now using the Chicago Junction. 

“They tell us there will be no change, except in the label,” 
said Walter. “The conductors’ caps would simply be changed 
from Chicago Junction to New York Central. Then why buy the 
Chicago Junction? Why does the New York Central desire that 
railroad? Why, human nature has not been changed in the 
thousands of years we have known about it. The New York 
Central is trying to buy the immense tonnage originating on the 
Chicago Junction, tonnage that last year filled more than 1,167,- 
000 cars. 

“They say the Chicago Junction cannot borrow money to 
make needed extensions and betterments. That is ludicrous. 
Why, that company, on the earnings of ten months of this year, 
could pay a 30 per cent dividend and still have some of its net 
income left in its treasury. 


“Every railroad entering Chicago has equal rights on the 
Chicago Junction now. The engines of all carriers take trains 
to the Ashland avenue yards and take them from the Loomis 
street yards. There is no reason why the Junction road should 
treat one road better than another. To see just what would 
happen were the New York Central to obtain that road consider 
what is done on the Indiana Harbor Belt, controlled by the New 
York Central. A shipper asks for cars to be sent out over the 
Monon. The belt road says it has none available for that traffic. 
It had, however, cars that could be used for routing over a road 
other than the Monon. Only a few days ago a shipper asked the 
Belt road for cars to be dispatched over the B. & O. The Beli 
road had none. It, however, said it had cars that would be avail- 
able if the shipment were sent out via the Michigan Central. 
The B. & O. lost that traffic because the shipper had to take 
Miehigan Central cars or wait at least twenty-four hours for a 
B. & O. car.” 


RATES ON ROCK SALT 
The Trafic World Washington Bureau 


Arguments on the rock salt rate adjustment, that at times 
was an animated as a political ward meeting, were made before 
Commissioners Hall, Eastman, Esch and Campbell December 
7, in I. and S. No. 1398, and formal docket Nos. 12, 157, 12, 163 and 
12, 164, Kansas Rock Salt Company vs. A. T. & S. F. et al. The 
suspension case arose when the Illinois Central, Southern Pacific 
and Gulf Coast Lines published a tariff naming a rate of $4.20 
a ton on salt from Louisiana mines to Chicago, blanketed so 
as to avoid fourth section violations. The formal cases were 
complaints against the rate adjustment, which according to 
Clyde M. Read, counsel for the complaining company, has had 
the effect of absolutely shutting the Kansas mines out of the 
Chicago market. 


The argument was a triagular affair with the Illinois Central 
and Louisiana salt producers on one angle, the Kansas miners 
on another, and the eastern salt producers and the eastern rail- 
roads on the third. R. V. Fletcher for the Illinois Central, Luther 
M. Walter for the Myles Salt Company and other Louisiana 
producers, Paul E. Blanchard for Armour & Company, and Ross 
D. Rynder for Swift & Company, were on the first angle; Mr. 
Reed on the second, and L. H. Strasser for the ©. F. A. lines, 
George N. Brown for the Sterling Salt Company, and M. B. Pierce 
for the eastern trunk lines, were on the third angle. 

Advocates of the $4.20 rate on 80,000 pound minimum con- 
tended that its publication would put the Louisiana salt miners 
into the Chicago market on terms of equality with the Morton 
Salt Company, which Messrs. Walter and Reed denominated the 
salt trust, and other producers of rock salt in western New York 
and in the Detroit district. Mr. Fletcher confined himself to 
the discussion of the proposed rate and minimum from a trans- 
portation point of view, holding that the new rate would give the 
Illinois Central revenue above the out-of-pocket cost of hauling 
the traffic. Walter asserted that the salt interests of New York 
and Michigan were the real objectors to the establishment of a 
rate that is the same as the rate from the mines in western 
New York and that their purpose in protesting was to preserve 
the monopoly which he said they now have in the Chicago mar- 
ket, the greatest in the country. He asserted that the protesting 
trunk lines obtained only 16 cents out of the rate of 21 cents 
per 100 pounds from western New York to Chicago because they 
have to pay a division of 5 cents to the Genessee & Wyoming and 
the Halite & Northern. 

Absolute denial that either of the short lines is owned by a 
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salt company was made by George N. Brown, attorney for the 
Sterling Salt Company. Luther Walter, holding up a copy of 
a Commission decision, asserted that the Commission had ‘said 
that the Sterling Salt Company owned the Halite & Northern, 
Mr. Brown repeated his assertion, but seemed to place more than 
ordinary emphasis on the word “now” as if that salt company, 
or both salt companies, had recently done something that had 
robbed the Commission’s finding of force in the matter. He con. 
tended that the division to the Illinois Central would be less thay 
out-of-pocket cost. 

Mr. Blanchard said that this was not an ordinary suspension 
case because there was no question of increased rates. He said 
that it was a case of a new rate, which the protestants had had 
suspended on the theory that it was a reduction which caused 
discrimination. He said that the proper test to be applied to 
the two sets of rates was as to how much money a shipper 
would have to pay the railroads concerned for the minimum 
carload that that shipper could demand should be transported 
by them. He said that under the rate from western New 
York a shipper could demand the forwarding of a car that 
would bring the carrier only $75, while the minimum return 
per car on the new rate would be $168. 

L. H. Strasser for the C. F. A. lines said the primary effect 
of the new rates would be to deprive the Wabash of traffic at a 
fairly remunerative rate and give the Illinois Central some traffic 
at a rate that would not be really remunerative for the service 
performed by it. Strasser said that under the new law the rail- 
roads would have to be considered as parts of a national system 
and that the mere desire of the Illinois Central to participate 
in the business of carrying salt to the Chicago market was not 
sufficient to justify the Commission in allowing the rate to be- 
come effective. He said that he had noted the tears that had 
been shed for the poor consumer of rock salt and found that it was 
the big meat packer, but he said he could not see what effect the 
rate on rock salt would have on the price of pork chops or corned 
beef. He was proceeding to develop that thought about a national 
railroad: system when Commissioner Eastman asked whether he 
had read the opinion of the Supreme Court in the American Creo- 
soting case, handed down Monday. Mr. Eastman seemed to be 
of the opinion that the decision in that case was an answer to 
the contention that was being made by Mr. Strasser. 

In discussing the Kansas feature of the case, Ross Rynder 
said that rates from the mines in that state were so high that 
Swift & Company, which owns a mine in Kansas, could not afford 
to use the salt from its own mine in its Chicago packing plant. 
Mr. Reed said that while the eastern trunk lines are hauling rock 
salt from New York to Chicago on a net rate of 16 cents for 711 
miles, the railroads serving the Kansas mines are asking 35 cents 
for a haul of 611 miles. Mr. Reed, who called the Morton Salt 
Company a trust, said that every interest in the case had ex- 
pressed itself as desirous of a better rate adjustment for Kansas 
and to support that declaration he read a letter from R. M. 
Rogers, its traffic manager, saying that he hoped the Kansas 
mines would obtain better rates. 

At the conclusion of the argument Commissioner Hall sug- 
gested that inasmuch as all the parties at interest seemed desir- 
ous of making a harmonious adjustment, they hold a conference 
and agree on something to be presented to the Commission with 
that end in view. 


VALUATION REPORTS 


The Commission has issued tentative final valuation reports 
on the properties of the Little Rock, Maumelle & Western Rail- 
road Company of Little Rock, Ark., and of the Lexington Ter- 
minal Railroad Company of Augusta, Ga, On the first named 
property the Commission found a final value of $300,530 as of 
June 30, 1917, and on the terminal property a value of $28,500. 

The Commission has stated the tentative final valuation of 
the Lake Erie & Fort Wayne railroad to be $37,626 on the 
property owned and used for common carrier purposes and 
$41,759 on the total property used. The cost of reproduction 
new was set down as being $45,708 and reproduction less depre- 
ciation $33,709. : 

The tentative final value of L’Anguille River Railway, 1 
Arkansas of the property used has been put by the Commiss!0 
at $16,538 and of the property owned at $12,500; the cost 
of reproduction new at $19,673 and reproduction less deprecia- 
tion, $15,594. 

The Commission has issued a tentative valuation report as 
of June 30, 1916, on the property of the Elwood, Anderson & 
Lapelle Railroad Company, a switching road at Elwood, Ind. 
in which the property is valued at $108,910. The company has 
capital stock of $50,000, which is owned by the American Sheet 
& Tin Plate Company. Its trackage totals 4.846 miles of main 
line and yard and side tracks. 





W. P. PURCHASE OF SACRAMENTO NORTHERN 


The Western Pacific Railroad Co. has applied to the Commis 
sion for authority to acquire, through the purchase of stock, the 
control of the Sacramento Northern Railway, operating in the 
counties of Butte, Sutter, Yuba, Sacramento, Yolo and Solano, 
Cal. Acquisition of the property will be in the interest of 1m 
proved service and development of the road, the applicant siated, 
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ANNUAL REPORT OF I. G-O,°~ 


The Trafic World Washington Bureau 


In the year ended the last day of October, 1921, the Inter- 
state Commerce Commission approved plans for extensions and 
abandonment of railroad lines that will result in a net reduc- 
tion of the railroad mileage of the country of 297 miles. This 
is not the first year when railroad construction has emulated 
the crawfish. It is, however, a continuance of backward move- 
ment that was expected in war years. 

The fact about abandonments exceeding new construction 
was brought out in the thirty-fifth annual report of the rate- 
making body, sent to Congress, December 8. 

In that report the Commission drew such an indictment 
against section 28, of the Jones law, or merchant marine act, 
denying export and import rates to foreign commerce not carried 
in American bottoms, that it is easy to infer that the Commis- 
sion desires the repeal of that section. The inference is that 
it considers the scheme proposed in that section for promoting 
an American merchant marine is so impracticable that, if its 
administration were undertaken, more harm than good would 
result. 

The report also brings out the fact, not hitherto officially 
made public, that there is a conflict of opinion between the 
Commission and the Shipping Board brought about by section 
19, of the Jones law, and the view of the Commission that 
section 33, of the shipping law of 1916, was not repealed by 
the Jones or merchant marine act of 1920, Section 19 authorizes 
the Shipping Board, in aid of the accomplishment of the pur- 
poses of that act—namely, the creation and operation of an 
American merchant marine—to ask any agency of the govern- 
ment “to suspend, modify or annul rules or regulations” “made 
or established by such agency” or to request such agency, 
board, bureau or department “to make new rules or regulations 
affecting shipping in the foreign trade.” In other words, Con- 
gress, in that section, apparently, authorized the Shipping 
Board to request the Interstate Commerce Commission to modify 
or annul any rule or regulation it might make, under the author- 
ity of sections 1 or 25 of the interstate commerce law, that it 
regarded as inimical to carriers by water. Section 19 of the 
Jones law further provides that, in the event any agency, board 
or department of the government refuses to suspend a rule or 
regulation the Shipping Board does not like, either the refusing 
agency or the Shipping Board may submit the facts to the Presi- 
dent, who, in the language of section 19, “is hereby authorized 
to establish or suspend, modify, or annul such rule or regula- 
tion.” 

Section 33, of the shipping act, which gives the Shipping 
Board some jurisdiction over water transportation, specificially 
says that nothing in that section shall be construed to affect 
the power or jurisdiction of the Interstate Commerce Com- 
mission, or to confer concurrent jurisdiction on the Shipping 
Board. Commenting on the situation, the Commission, after 
calling attention to the fact that section 25, of the interstate 
commerce law, authorizes and directs it to prescribe the form 
of through export bills of lading, says: 


The merchant marine act repealed certain provisions of the ship- 
ping act, 1916, as amended, amended others, and contains additional 
legislation. Section 33 of the shipping act apparently was not re- 
pealed or amended by the merchant marine act. = 

The United States Shipping Board has. taken the position that 
the provisions of section 19 are applicable to the Interstate Com- 
merce Commission. With this view we are not in accord. How- 
ever, recognizing the desirability of co-operation between different, 
branches of the Government, and the benefits to be derived from 
joint consultation, we have appointed a committee to confer with 
a like committee from the Shipping Board upon matters of common 
interest and concern. But we feel that decision in such matters as 
have been placed within our jurisdiction by the interstate commerte 
and related acts must lie with us just as determination of matters 
placed primarily within the jurisdiction of the Shipping Board by 
the acts under which it functions must lie with that tribunal. | It 
is desirable that section 19 of the merchant marine act be amended 
specifically to exclude this Commission from its operation. 


The Commission’s analysis of section 28, in the course of 
which it brings out facts that create the impression that the 
rate body desires the repeal of that section, is as follows: 


Section 28 of the merchant marine act, 1920, provides that no 
lower rate, fare, or charges shall be charged, collected,-or received for 
the transportation within the United States of persons or property 
in foreign commerce than is charged for like transportation in domes- 
tic commerce, unless the water transportation from or: to the port of 
export or import shall have been or is to be in a vessel documented 
under the laws of the United States. It also authorizes us, upon the 
certification of the Shipping Board that adequate shipping facilities 
are not afforded by vessels documented under the laws of the United 
States, to suspend the operation of. the provisions of this section, and 
to terminate the suspension upon further certification of the Shipping 
Board that adequate facilities are so afforded. Upon appropriate 
certifications received from that Board, we have suspended the opera- 
tion of the provisions of this section indeftnitely. 

The effect which the operation of section 28 may have upon the 
flow of commerce through different ports, and the possible resultant 
injury to some ports, merit the serious consideration of the Congress. 
Rail carriers, in making export or import rates, frequently group 
the ports in a given region, such, for instance, as the gulf region, and 
the lowest domestic rate to or from any port in the group upon the 
particular description of traffic under consideration is published as 
the export or import rate on that traffic to or from all ports within 
the group. The grouping is of benefit to shippérs as well as to 
the ports affected, each one of which is nearer to some points of 
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i TOtGee Bent San eed vicina and ‘certain ‘ports expos 
It follows t , mn origins and certain ports export or 
import and domestic rates.are on a substantial parity. Even in the 
absence of such grouping the difference between the export or import 
and domestic rates to or from various ports is materially greater ip 
some instances than in others. When section 28 becomes operative 
it is probable that export and import shipments moving in foreign 
vessels will seek the ports having the lowest domestic rates and at 
these ports the foreign vessels will be able to compete upon practically 
equal terms with the United States vessels. The ultimate effect of 
section 28 may be merely to divert traffic from certain ports to others 
with little or no gain in tonnage for United States vessels. 

The adequacy or inadequacy of shipping facilities afforded by 
vessels documented under the laws of the United States may vary 
from time to time, dependent upon market conditions and the hazards 
of operation. _It may become, desirable, when adequate shipping 
facilities at particular ports are afforded by vessels so documented, 
to terminate the .suspension of the operation of section 28 with 
respect to those ports but not as to others. Subsequent developments 
may make renewed suspension nectssary. The construction and 
maintenance of port facilities are costly, and if the use of ports 
is to be made variable and shifting under the operation of this sec. 
tion that cost will be reflected in varying proportions in the charges 
to be borne by the shipping public. 

Another aspect also merits careful consideration. A large part 
of our exports of grain, for example, move by rail under transit 
arrangements which permit of elevation,. storing, grading, or other 
treatment within a limited period, as for instance 12 months, at the 
transit point, and forwarding on the balance of the through rate jp 
effect at the time and from the place of original movement. [If 
section 28, now suspended, should become operative shipments of 
grain could thereafter be carried in the same train from the same 
elevator to the same port for the same foreign vessel, on some of 
which the balance of the through export rate, which was in effect 
perhaps a year before, will be collected, and on other of which the 
higher domestic rate must. be collected. If for some cause the 
suspension should be renewéd, grain which had left the country 
elevator while section 28 was operative would still take the domes- 
tic rate from the transit point and grain originally shipped during 
the new suspension would take the export rate, although moving 
together from the same market to the same port for the same for- 
eign vessel, The difficulty of policing such situations will be great, 
Moreover, grain dealers at primary markets name prices to foreign 
purchasers on grain delivered at the port. The purchasers arrange 
for the vessel and the dealer can not tell, in naming his price, 
whether or not a foreign vessel will be selected by the purchaser. 
Obviously the dealers’ risk of loss will be great, and the effect upon 
commerce most prejudicial. 

In our judgment the Congress should take such action with 
respect to this section as may be necessary to obviate unnecessary 
conflict with the needs and usages of inland transportation. 


Legislative Recommendations 


In its summary of recommendations for legislation, the Com. 
mission renewed those of former reports that the power to 
award reparation be placed in the courts, so hedged about that 
shippers would again have to go through the routine from which 
those who framed the interstate commerce law are supposed to 
have intended they should be relieved; that the law affirma 
tively recognize what the Commission said in the Item Biscuit 
and other cases—namely, that private damages do not neces 
sarily follow a violation of the act; and that provision be made 
that sections 8, 9 and 16 be construed to mean that no one is 
entitled to reparation except to the extent that he shows dam: 
age under the rule laid down by the Supreme Court in the Inter 
national Coal case. Nearly every point in that recommenda. 
tion has been fought by shippers who felt that they should 
have their money returned to them every time the Commission 
said railroad violated the law, without any other showing thal 
that the carrier obtained the money by no method other thal 
the disregard of the statute. 


The Commission’s summary of recommendation 
follows: 


is as 


1. That section 1 of the interstate commerce act be amended t0 
provide for the punishment of any person offering or giving to al 
employe of a carrier subject to the act any money or thing of value 
with intent to influence his action or decision with respect to cal 
service, and to provide aslo for the punishment of the guilty, 
employe. 

2. That the _ boiler-inspection 
amended to provide for increases 
inspectors. 


3. That the use of steel cars in passenger-train service be re 
quired, and that the use in passengers trains of wooden cars betwee 
or in front of steel cars be prohibited. " 

4. That the hours of service act of March 4, 1907 (34 Stat., 1d; 
8 Comp. Stat. 1916,-p. 9448), be so amended that it will requir 
all service of employes subject to the act to be construed as raed 
tinuous service, except that if an employe is given a release fro 
duty for a definite period of not less than three hours, and under 
such circumstances that the employe has proper facilities and oppor 
tunities for securing rest during such relief period, such relief perio 
can be used to break the continuity of the service and the service 
ceases to be continuous and becomes aggregate service. — 

5. That the power to award reparation be placed wholly in the 
courts; that a condition precedent to an award of reparation by ¢ 
court for unreasonable rates or charges be that we have found ~~ 
rates or charges unreasonable as of a particular time; that the ei 
affirmatively recognize that private damages do not necessarily follor 
a violation of the act; that provision be made that sections 8, 9, i. 
16 of the interstate commerce act shall be construed to mean that o 
person is entitled to reparation except to the extent that he shows . 
has suffered damage; and that the law should provide that if a oe 
is found to be unreasonable the rule of damages laid down int 
International Coal Case, 230 U. S., 184, should control. aed 

6. That section -20a of the interstate commerce act be so amen ~ 
as to indicate definitely the classes of electric railway compat! 
subject to that section. : = the 

That paragraphs (4) to (8), inclusive, of section 5 of i 
interstate commerce act .be so amended or supplemented as clear 
to provide whether and, if so, how voluntary consolidations of te 
riers may be effected pending ultimate adoption by us of a comple 
plan of consolidation. 

8. That section 19 of the merchant marine act, 1920, 


act, as amended, be further 
in the number and salaries o 


be amended 
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Ship Through the 


Port of Los Angeles 


48 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS 


A Harbor Made to Order 


Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 


Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 


EDGAR McKEE, President 
SUITE 33, CITY HALL, LOS ANGELES, U. S. A. 


LUMBER AT TIDEWATER 


The proof of the efficiency of any ocean terminal lies not only in 
the speed and economy with which lumber can be unloaded from cars, 
stored and rehandled to ships, but in the track layout that allows the least 
delay in switching cars alongside for direct loading, so that the steamer 
itself may receive speedy dispatch. 


The PORT OF TACOMA on its PIER ONE offers a co-ordinated 
system of ship side and storage trackage through which cars may be 


spotted at any hatch without seriously disturbing the working of the rest 
of the ship. Under all conditions we give SERVICE. 


PORT OF TACOMA 


612 Tacoma Building 


Tacoma, Washington 
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so that its provisions will clearly not be applicable to the Interstate 
Commerce Commission. 


9. That section 28 of the merchant marine act, 1920, be recon- 
sidered by the Congress in the light of the circumstances set forth 


in the chapter on the effect of this statute appearing at pages 13 and 
14 of this report. 


While most of the report is a recital of things that have 
been published in the Traffic World at the time they were done, 
there are some facts brought out, chiefly in the form of compila- 
tions, that are new. 

As before set forth, the Commission authorized the con- 
struction of only 404,705 miles of new lines of railroad, while 
in the same period it authorized the abandonment of 701,938 
miles. The longest lines authorized were: Idaho Central, 90 
miles; Jackson & Eastern, 61; Union Pacific, 43.4; and Wichita 
Falls & Southern, 44 miles, The longest lines it authorized 
to be abandoned were: Duluth & Northern Minnesota, 99.2 
miles; Hawkinsville & Florida Southern, 92.97 miles; Alabama 
& Mississippi, 77.75 miles, and Ocean Shore Railroad Co., 53.92. 

These authorizations were part of the work of the bureau 
of finance, which received 79 applications for certificates of 
convenience and necessity, 39 of which were for new construc: 
tion and 40 for the abandonment of whole or parts of railroads. 

Another fact in connection with the work of the bureau is 
that it is p ring a questionnaire and form of return for 
the determin n and recovery of excess income, under the 
recapture part of section 15a. There are a few railroads, the 
monthly returns of which indicate that they will have a net in 
excess of 6. per cent and, therefore, under the statute, will be 
“sked to surrender half of the excess for deposit in the revolv- 
ing fund. 

In the year, 283 applications for the issuance of securities 
were received and certificates were given allowing the issuance 
of stocks, bonds, notes and miscellaneous evidences of capital 
or debt, chiefly for refunding purposes, amounting to $1,715,- 
601,624. 

The bureau also ascertained that the claims of the short 
Ines on account of deficits incurred under federal control while 
they were operating their roads for the government’s account 
amounted to $11,079,099, from’ which deductions will be made so 
that the net to be paid has been estimated to be $6,825,512, 

Reports to the bureau enabled the Commission to estimate 
that the total amount payable under the guaranty section will 
be about $536,000,000, of which all but $105,500,000 has been paid, 
$263,935,873 in the form of advances, $165,862,775 as partial pay- 
ments and $721,658 in final settlements under section 209g. 

As to the operations under the section authorizing loans to 
carriers, the Commission said that approximately $103,000,000, 
counting the $40,000,000 set aside for designated purposes, would 
be available if Congress should extend the loan section beyond 
its expiration date, February 28, 1922. 

Certifications of standard return, for 588 carriers have been 
completed, and the total is $945,428,123. That sum is subject 
to corrections. The Commission corrected 137 certificates of 
standard return and ascertained that 19 tentative certificates 
had been properly issued. 

In the year, 1,487 formal dccket complaints were filed, 900 of 
which were sent in in February when the big rush took place 
to file before March, an increase cf 447 over the previous year. 
The Commission decided 840 and 181 were dismissed on stipu- 
lations, making 1,021 cases disposed of in comparison with 620 
the previous year. The Commission conducted 1,616 hearings 
and took 185,111 pages of testimony in comparison with 1,303 
hearings in the preceding year which made a record of 150,986 
pages of testimony. In the year 7,811 informal cases were 
docketed, an increase of 3,603, largely attributed to the filing of 
overcharge claims, which numbered 2,350, counting all the claims 
filed by a given shipper as one claim. Refunds amounting to 
$798,278 were authorized. 

Carriers filed 103,748 tariff publications and 201,656 concur- 
rences, A large majority of the changes, the Commission said, 
caused reductions in charges, many of the reductions being due 
to readjustments made necessary by the inequalities created by 
Ex Parte No. 74. Out of that mass of tariffs, the Commission 
picked 207 kinds of tariffs or supplements thereto and put them 
on its investigation and suspension docket. That was an 
increase of 141. Suspensions were requested in 444 instances. 
In one of the suspension cases (I. and S. No. 1303) more than 
1,000 tariffs and more than 100,000 rates were involved. 

In telling what the bureau of service did, the Commission 
said that the only strain on equipment was caused by the “unpre- 
cedented movement of grain.” From January 1, to October 1, 
the total of cars loaded with grain and grain products was 
1,735,189, as against 1,378,975 and 1,518,882 ears in the cor- 
responding period of 1920 and 1919. 

With regard to its valuation work the Commission said 
that all field work had been completed and that 98 per cent of 
the accounting work had been furnished, so that all district of- 
fices were slated for abandonment. A concentration of the valua- 
tion work personnel in Washington will take place soon, Ten- 
tative valuations have been issued on the properties of 193 car- 
riers. Considerable time was spent in going back over 55 ten- 
tative valuations issued in the preceding year on account of 
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the decision of the Supreme Court of the United States jy 
the Kansas City Southern case, but the implication from the re 
port is that the work ‘of the valuation bureau is rapidly nea, 
ing an end, so that soon every railroad company will know what 
he: Commission thinks its property was worth on the valuation 
date. 


INTERLOCKING DIRECTORATES 


The Commission has approved the application of officials 
of the following companies to retain their positions under par. 
agraph 12 of section 20-a of the interstate commerce acti: Ne. 
vada Northern, Bingham & Garfield, Ray & Gila Valley, Sacra. 
mento Valley & Eastern, (Copper River & Northwestern, Cripple 
Creek & Colorado Springs, and Midland Terminal Railway; the 
Minneapolis & St. Louis and the Toledo, St. Louis & Western: 
Savannah River Terminal Railway Co., the Pere Marquette and 
the Fort Street Union Depot Co., the Des Moines Union Railway 
and Iowa Transfer Railway; the Woodstock Railway, Central 
Vermont and the Missouri, Kansas & Texas; the Bessemer & 
Lake Erie, the Pittsburgh, Bessemer & Lake Erie, the Meadville, 
Conneaut Lake & Linesville, the Union Railroad Co., the Monon- 
gahela Southern and the St. Clair Terminal. Allan C. Rearick 
was authorized to hold positions with the Chesapeake & Ohio, 
the Chesapeake & Ohio Northern, the Covington & Cincinnati 
Elevated Railroad & Transfer & Bridge Co., the Cincinnati Inter. 
Terminal Railroad, the Norfolk Terminal & Transportation Co, 
the Hocking Valley, the Levisa River of Kentucky and also of 
Virginia; the Chicago, Rock Island & Pacific; the Missouri, Kan- 
sas & Texas. -The application of W. B. Brooks to hold [positions 
with the Canton Railroad, the Maryland & Pennsylvania, and the 
Maryland & Pennsylvania Terminal Railway Co. was approved. 

Orders have been issued by the Commission authorizing 
officials of the companies named to hold positions in each of 
the companies named: Apalachicola Northern Railroad Con. 
pany and the Port St. Joe Dock & Terminal Railway Company; 
the Kauai Railway Company, the Kahului Railroad Company, 
the Koolau Railway Company, Ltd., the Hawaii Consolidated 
Railway, Ltd., and the Oahu Railway & Land Company, the 
Ontonagon Railroad Company and the Houghton, Chassell & 
Southwestern Railroad. 

The Commission has issued an order authorizing officials of 
the Pittsburg, Bessemer & Lake Erie, the Bessemer & Lake 
Erie, the Union Railroad Co., the Monongahela Southern, St. 
Clair Terminal, Pittsburgh & Ohio Valley, Etna & Montrose, 
Sharon Connecting, Youngstown & Northern, Pittsburgh & Lake 
Erie, Meadville, Conneaut Lake & Linesville to retain their posi- 
tions under section 20-a of the act. 


ASHLAND COAL & IRON NOTES 


The Commission has authorized the Ashland Coal & Ira 
Railway Company to issue its promissory note or notes for not 
exceeding $180,000, payable to the order of the Ashland Iron & 
Mining Company four months after date, with interest at 6 
per cent, to cover current indebtedness now carried in open 
account, and to issue from time to time its four-month 6 per 
cent promissory note or notes for not exceeding $180,000 in 
renewal thereof for a period not exceeding two years. 





FT. W. & RIO GRANDE NOTE 
The Fort Worth & Rio Grande Railway Co. has filed al 
application with the Commission asking authority to issue 4 
demand promissory note for $92,882.95 for delivery to the St. 
Louis-San Francisco Railway Co. The note will cover indebt 


edness of the Fort Worth to the St. L-S. F. for additions and 
betterments. 





Digest of New Complaints 


No. 13314. West Coast Lumbermen’s Association, Portland, Ore., V5 
Abilene & Southern et al. : 
Inherently and relatively unjust and unreasonable rates on lum 
ber and forest products from points of origin in Oregon and Wash- 
ington and in British Columbia, to points of destination on he 
east of a line drawn through Pocatello, Idaho, through Missoula 
and Essex, Mont. Asks just and reasonable and fairly relate 
rates and reasonable joint rates on lumber and forest products to 
points of destination in C. F. A. territory in lieu of combination 
through rates now legallv applicable. t 
No. 13315. Arlington Silver Mining Co., Spokane, Wash., vs. Grea 
Northern et al. 

Unjust, unreasonable and discriminatory rates on _ ore from 
Okanogan, Wash., to Bradley, Idaho, because defendants den! 
petitioner right to bill and ship ore at a valuation declared in beige 
ing and consistent with actual net value of ores as delivered 4 
the smelter at Bradley. Asks just_and reasonable rules and ser 

No. 13316. Spencer Kellogg & Sons, Inc., New York City, vs. We 
Shore et al. i 

Unlawful, unreasonable and discriminatory rates on_ castor “ 
in glass bottles from Edgewater, N. J., to Chicago, IIl.. becase 
higher than those imposed on camphor, olive and other oils. Ass 
just. and reasonable rates and reparation. | 

No. 13317. “Mitsui & Co., Ltd., Seattle. Wash., vs. Director- Genera 
as agent, and Oregon-Washington Railroad & Navigation Co. of 

Excessive and unreasonable switching charges on tank cars 
oil at Seattle. Asks reparation. 
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Dependable iasin 


Mr. Traffic Man, in routing your shipments you naturally consider the dependability 
ofthe service offered and the dispatch. _ We have not mentioned the rates here since 
itis generally understood that the Port of Galveston has the same or lower rates as 
other ports to all points west of the Mississippi River and the Indiana-Illinois State 


and Dispatch 


Line. 


The Port of Galveston 


is accessible to all this vast territory either through its own trunk lines or connec-: 
tons. The rail service is unexcelled, due to natural operating conditions, and the 


lispatch at the Port is the best in the United States, due to the excellent layout of 
ur terminal facilities. 


Follow the line of least resistance—and ship through Galveston.” 
‘will pay you to investigate our facilities. 


TRAFFIC DEPARTMENT, 


GALVESTON COMMERCIAL ASSOCIATION, 


Galveston, Texas 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. As 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tr tion of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
We do not desire to take the place of traffic man but to 
ip him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the pyle investigation herein contemplated. 


ons ent, 
Traffic Service , Washington, D. C. 
A 





Liability of Packet Company for Loss of Freight, Due to Sinking 
of Boat 


West Virginia—Question: On November 17 a packet boat 
plying between Cincinnati, O., and Charleston, W. Va., sank, 
with complete loss of all freight carried. Kindly give us your 
opinion as to the measure of liability of the owners of the boat 
for its cargo. 

Answer: The liability of the packet company is governed 
by the limited liability statutes of Congress. 

The law of limited liability, having been enacted by Con- 
gress as part of the general maritime law of the United States, 
is co-extensive in its operation with the whole territorial domain 
of that law, and extends to the ocean, the Great Lakes and 
rivers, and all public navigable water of the United States con- 
necting therewith. 

The statutes apply to a disaster happening on a river above 
tidewaters, or within the limits of a county, notwithstanding 
the liability itself arises from a state law. They do not, how- 
ever, extend to navigable waters wholly within a single state 
having no exterior connections, except when utilized under 
common control in connection with the railroads for interstate 
commerce. 

In the application of the limited liability statutes of Con- 
gress, the value of the owner’s interest in ship and freight is 
taken as of the termination of the voyage on which the debt 
or damage is incurred, regardless of the condition in which 
the vessel may be. In case she is sunk, or the voyage is other- 
wise broken up by causes beyond the owner’s control, the voy- 
age is then terminated, and the owner’s liability is limited to 
the ship’s value just after the event. If, therefore, she is a 
total loss, and no freight has been earned, the liability ceases. 
The Scotland, 105 U. S. 24. 


Conversion—Measure of Damages for 


Ohio.—Question: A commission firm (A) made a shipment 
of a car of lumber to a consignee (B). The destination agent 
delivered this car to the wrong consignee (C). C had placed 
an order for lumber with A and thought that the lumber in the 
car belonged to him and unloaded and used it. A refused to 
accept settlement from C, holding the delivering line for settle- 
ment. The kind and quality of lumber in the car had to be 
furnished to B and, owing to an advance in price, the amount 
of claim against the carrier was based on the market price or 
replacement value. The carrier refused to settle at any figure 
other than the original invoice price to B. Can the delivering 
line be held for the replacement value of the lumber? 

Answer: A shipper may bring suit against either the party 
to whom a car is delivered in error and who has used the goods 
or against the carrier for conversion in making delivery to the 
wrong party. If against the former, the measure of recovery 
is the reasonable value of the goods at the time of conversion, 
while the carrier is liable for the market value at the time 
and place of conversion, less freight charges. 

Freight Charges—Liability for Additional Charges Resulting from 


Consignee Reconsigning Car Originally Consigned to Deliv- 
ery Point Specified in Contract of Sale 


Ohio.—Question: Jones sold Brown a car of lumber f. o. b. 
Findlay, O., reconsigning via Big Four a car in transit from 
Laurel, Miss., to Cincinnati. 

Car was delayed en route, so that four weeks after purchase 
Brown decided he needed the car at Carey, O., and, without 
saying a word to Jones, placed instructions with agent of the 
Big Four Railway, Carey, O., to deliver car to his Carey yard. 
Brown paid freight on basis of through rate, Laurel to Carey, 
plus charge for reconsignment, deducting same from Jones’ 
invoice. Carrier has presented bill for undercharge based on 
local rate Laurel to Cincinnati-Cincinnati to Carey, account car 
reconsigned a second time. 

Brown claims he is not liable for the undercharge, as Carey 
takes same rate as Findlay, and he certainly has the right to 
reconsign. Jones claims Brown is liable, as he interfered with 
contract Jones made with carrier to deliver car at Findlay, as 
well as his contract to deliver car f. o. b. Findlay. Who is 
liable for the undercharge? 
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Answer: Under the contract of sale, Findlay, O., and not 
Carey, O., was the point at which Jones obligated himself to 
deliver the freight and assume the freight charges for trans- 
portation thereto, and, therefore, any freight charges beyona 
those which would have accrued had car been delivered at 
Findlay should be assumed by Brown. The transportation be 
yond Findlay was performed at the instance of Brown and, un- 
less a contract of sale specifies that the shipper must fill the 
order with a consignment which can be reconsigned at the 
through rate from the point of shipment to point beyond the 
point of delivery specified in the contract of sale, if desired, no 
obligation rests upon the shipper to do so. 

Damages—Measure of 

Pennsylvania.—Question: A shipment was made f. o. b. mill, 
freight allowed. The freight was therefore deducted from the 
shipper’s invoice. A shortage occurred and we added freight 
and war tax to the amount of loss in our claim against the 
carrier. The carrier has declined to allow the prepaid charges, 
although it cannot furnish us with authority for doing so. We 
contend that the carrier is liable for the freight on the lost ma- 
terial and we stated to the carrier that we would be willing to 
render credit for same to the shipper. 

We cannot find a ruling pertaining to a similar transaction 
and ask that you give us your opinion in the matter. 

Answer: If the destination value is used, then, under the 
decisions of a majority of the courts, that value, after deducting 
freight charges, is the proper basis for the claim, for while a 
carrier is not entitled to freight charges where he fails to per- 
form his obligation to deliver in good condition, yet the shipper 
is not entitled to the increased value of the goods due to their 
transportation, but only to the net value at destination, which 
is arrived at by deducting from the destination value, the 
amount of the freight charges. If, on the other hand, the in- 
voice value at point of origin is used, the shipper or owner is 
entitled to a return of freight charges paid. 


Overcharges—Time for Filing with Commission 

New York.—Question: With reference to Senate bill 621, 
which refers to the extending of time in which to place straight 
overcharges occurring during federal control of the road, please 
advise whether this bill will become void providing no action 
is taken on same by the House before March 1, 1922. 

Answer: Senate bill No. 621 has been amended and, if 
enacted into law as amended, will provide for the filing of claims 
for overcharges with the Interstate Commerce Commission on 
or before September 1, 1922. 


Delivery of Freight at Non-Agency Stations—Liability of Carrier 
for Loss or Damage After Arrival 


Ohio.—Question: We have a claim against carrier almost 
identical to that described under “Ohio,” on page 540 of Traffic 
World, dated Sept. 18, 1920. 

Our claim was in like manner supported by duly sworn 
affidavits of both shipper and consignee. Carrier contends car 
was delivered to consignee under original loading seals, which 
fact they claim to have developed from the records of the con- 
ductor who set the car off at destination, and that they are 
not responsible for any loss occurring after shipments are un- 
loaded or: delivered at a non-agency station. Shipment was un- 
loaded by consignee within the 48-hour free-time limit. Can 
you refer us to any recent ruling or decision that would hold 
the carrier liable in this instance? 

Answer: A railroad company is not required by law to 
keep a warehouse or a depot at every station along its line, and 
may lawfully stipulate, either expressly or by implication, that 
it will assume no liability as warehouseman at a flag station 
where it has no depot nor agent, and that, when the goods have 
been delivered on a siding or placed on a platform, delivery will 
be considered complete and the carrier exonerated from any 
further responsibility. 

In the case of Y. & M. V. R. R. Co. vs. Nichols & Co, 
Case No. 216, October Term, 1920, decided June 1, 1921, the Su- 
preme Court, in speaking of the liability of carriers for 1088 
of goods delivered at both agency and non-agency stations, said: 


Less than carload freight awaiting shipment must ordinarily be 
left on the station platform to be picked up by passing train and lots 
arriving must be dropped on the platform to be called for by the — 
signee. At such stations the situation in respect to carload freigh 
is not materially different. And this is true whether the car be loade 
for shipment on the public siding or on a neighboring private siding, 
and whether the arriving loaded car be shunted onto a public aiding 
or a private siding. There carload, as well as less than carload, 
freight, whether outgoing or incoming, must ordinarily be left un- 
guarded for an appreciable time. It is not unreasonable that shippers 
at such stations should bear the risks naturally attendant upon one 
use. The reason why an agent is not appointed is that the trafic 
to and from the station would not justify the expense. The station 18 
established for the convenience of shippers customarily using it. = 
the paragraph here in question was apparently designed to shift, the 
risk from the carrier to shipper or consignee of both classes of frelg : 
It does so in the case of less than carload freight by having t 
carrier’s liability begin when the goods are put on board cars and + 
when they are taken off. It does so in the case of carload freight 5 
limiting the liability to the time when the car is attached to 
detached from the train. But, at a station where there is a regulary 
appointed agent it would be obviously unreasonable to place upon t a 
shipper, after a bill of lading has issued. the risks attendant up0 
the loaded car remaining on the public siding because it has not yé 
been convenient for the carrier to start it on its journey. 
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North China 
@ Line 


Colusdiia Vadlia-Giesinn Campin 


Regular Direct Freight Service Without Transhipment 
PORTLAND, OREGON 
TO 


Yokohama, Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao, Dairen 

SS WEST NOMENTUM . Dec.12 SS EASTERN SAILOR . Jan. 23 

SS WEST KADER .... Jan. 2 SS VINITA 


Shanghai, Manila and Hongkong 


SS WEST CAYOTE .. . Dec. 17 
SS WEST KEATS .... Jan. 17 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 


For information regarding Space, Rates, etc., apply to 


COLUMBIA PACIFIC SHIPPING CO.; 44 Whitehall Street, 


w York City 


UNITED AMERICAN LINES, INC., 227 South Ls Salle Street, 
R. T. JOHNS & COMPANY, INC., “e=ry Buildin 


Seattle, Desttien 


COLUMBIA PACIFIC SHIPPING CO. 


GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 























Keep the Man Going Who 
Keeps Industry Going 


What oil is to the machine, health 
is to the worker. The efficiency of 
both is essential to good business. 

An average of 2% years of productiv- 
ity would be added to the life of every 
individual who reaches the age of 17, 
if there were no fatal cases of tuber- 
culosis. The economic loss to America 
due to tuberculosis is more than 
$500,000,000 annually. 

It is your responsibility to combat 
this human and economic waste. 

Do it with Christmas Seals. 





The National, State ond Local Tuberculosis 
Associations of the United States 
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Docket of the Commission 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added ‘since the fast issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

December 12—Washington, D. C.—Examiner Carter: 
12030—Federal Valley R. R. Co. vs. T. & O. C. et al. 
12004—Wichita Northwestern Ry. Co. vs. C. R. I. & P. et al. 
December 12—Little Rock, Ark.—Examiner. Pattison: 
9922—Lake Charles Rice Milling Co. of La. vs. Director General, 
Abilene & Northern et al. 
December 12—Chicago, IJl.—Examiner Hosmer: 
i. and S. 1434—Proportional grain rates from Minnesota and Wiscon- 
sin to eastern destinations. 
December 12—New York, N. Y.—Examiner Flynn: 
13010—New York Dock Ry. vs. B. & O. et al. 
December 12—Reno, Nev.—Examiner Disque: 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 
December 12—Peoria, Ill.—Examiner McQuillan: 
13091—M. E. Case Coal Co. et al. vs. c& &.*& G: ‘et’ al. 
December 12—St. Louis, Mo.—Examiner Cassidy: 
13288—Mississippi Valley Iron Co. vs. C. & N. W. et al. 
December 13—Washington, D. C.—Examiner Davis: 
Finance Docket 1466—Application of Pa. R. R. Co. for authority to 
acquire control of .P. C. C. & St. L. R. R. Co. 
December 13—Peoria, Ill.—Examiner Cassidy: 
— Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekin 
nion 
December 14—Washington, D. C.—Examiner Davis: 
* Finance Docket 1902—A pplication of Pittsburgh & West Va. Ry. to 
acquire control of West Side Belt R. R. Co. 
December 14—Washington, D. C.: 
13293—In the matter of rates, fares and charges of'carriers by rail- 
road subject to the interstate commerce act. 
December 14—Indianapolis, Ind.—Public Service Commission: 
Finance, docket 1457—In re application of C. C. C. & St. L. Ry. Co. 


for authority and for a certificate of public convenience and neces- 
sity respecting certain of its lines in Indiana. 


December 14—San Francisco, Cal.—Examiner Disque: 
Portions of Fourth Section App. 8835 of R. H. Countiss. 

December 14—Chicago, Ill.—Examiner Hosmer: . 
13081—Swift & Co. vs. C. M. & St. P. et al. 

December 14—Argument at Washington, D. C.: 
8778—Atlas Portland Cement Co. et al. vs. Northampton & Bath et al. 


December 14—Salt Lake City, Utah—Commissioner Eastman: 


13078—In re trackage arrangements between Bingham & Garfield Ry. 
Co. and Utah Copper Co. 7 


December 14—Terre Haute, Ind.—Examiner McQuillan: 
12908—T'erre Haute, Indianapolis & Eastern Traction Co. et al. ys 
Director General. r 
December 15—Argument at Washington, D. C.: 
11741—Corinth Grocery Co. vs. M. & O. 
—— Mineral bisdastias Co. vs. Director General, G, y, 
et a 
i eG Smelting Co. vs. Director General, Miami Mineral Belt 
y. eta 
12036—Texas Pipe Line Co. vs. Director General. 
Lar” eneatints Asphalt Refining Co. vs. Director General, Mo. Pag, 
et al. 
December 15—Chicago, Ill—Examiner Hosmer: 
1. and S. 1440—Silica sand from Illinois and other points to Pacific 
coast and intermountain territory. 
December 15—Indianapolis, Ind.—Examiner McQuillan: 
11894—Indiana rates fares and charges. 
13032—Comision Reguladora del Mercado de Henequen vs. Director 
General. 
December 16—Argument at Washington, D. C.: 


12101—Western Newspaper Union vs. Director General, Adirondack & 
St. Lawrence et al. 


es ao & Co., Inc., of Tenn., vs. Director General, A. T, & 
et a 
12203—Dewey Portland Cement Co. vs. Director General. 
12048—Omaha Live Stock Exchange vs. C. M. & St. P. et al. 
December 17—Phoenix, Ariz.—Examiner Disque: 
Fourth Section App. 11985. 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 
December 17—Argument at Washington, D. C.: 
12155—Walsh Fire Clay Products: Co. vs. Director General. 
12167—Walsh Fire Clay Products Co. vs. Director General, C. & A. 


et al. 
—e Fire Clay Products Co. vs. Director General, C. & A. 
et al. 


11566—St. Louis Independent Packing Co. et al. vs. C. & A., Di- 
rector General et al. 
SS oe St. Louis Stone Co. vs. Director General, Alton & South- 
ern et al. 
December 19—Washington, D. C.—Examiner Keeler: 


* 13141—The Larimer County Cooperative Milk Condensory Co. ys. 
Director General. 





INTERSTATE COMMERCE COMMISSION HEARINGS 


IMPORTANT COTTON CASES—I & S 1393, 


Cotton and Cotton Linters to Pacific Coast Ports for export, October 17th, at Galves- 
ton, November 14th, at San Francisco. 


Docket 12750, Memphis Freight Bureau vs. Missouri Pacific, October 26th, at Mem 
1&S 1431, Cotton and Cotton Linters from Mississippi Valley Points, December 1 


Orders for official transcripts of the testimony taken in proceedings of 
the Commission (see Docket of the Commission in each issue of The Traf- 


fic World) throughout the country except Washington should be addressed each copy furnished. 


his, Concentration-in-transit privileges on Cotton. 
isth, at Memphis. 


to The State Law Reporting Company, official reporters to the Commission, 
Woolworth Building, New York City. 


The charge, as fixed by the Commission, is 12% cents per page for 
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CHAS. E. WALLINGTON 


Attorney at Law and Counsellor in 
Interstate and Forelgn Commerce 
Specialist & Counsellor 
Rate Analysis—Claims 


Transportation 971 SPITZER BLDG. 
Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 
Commerce 


414 The Arcade 
Interstate and Foreign 








GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
aad Practice before the Interstate 
Commerce Commission. 


Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEO. T. BELL 


COMMERCE COUNSEL 
1919-1921, Executive Ver eet. North- 








ern West Vi ia Coal Opera: rators’ "Associa- 
tion: 1914-1919, Attorney- iner, inte. 
State Commerce Commission; 1909-19 


Commerce Counsel for various Ms 
aaa and shippers of Missouri River 
cities. 


MUNSEY_ BUILDING, WASHINGTON, D. C. 


CHARLES H. LAMPEN 


All phases of Traffic 
and Transportation 


LESSER & LESSER 
Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


terete 
ree Commission, and prior thereto engaged im the 

peasties a law at Louisville, Ky.) me 
Special attention te matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 


Trade Commission, United States Shipping Besar, 
Federal Courts. 


101-706 WOODWAED BLDG., WASHINGTON 


CLEVELAND, O. 





JAMES BORLAND 


Consulting Traffic Manager 
All Traffic and Transportation Matters 


We make a Specialty of Filing and Collecting Freight 
sila po gos Claims for Shippers 


1659 Foulkrod Street, PHILADELPHIA, PA. 





EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter: 
wtate Commerce and State Commissions ai 
railroad and rate litigation and claims. 
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100% American Premier Fleet 


Marine 
Despatch Line 


America’s Coast-to-Coast 
Direct Fast Freight 





NEW YORK 
PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 


DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 


UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 South Third 8t. 42 Broadway 


Pittsburgh Mobile, Ala. 
1587 Oliver Building 8. W. Cor. St. Francis & Water Sts. 
Oaklend, Cal. 
Parr Terminal 
Pertland, Ore. 
704 Title & Trust Bidg. 


Savannah, Ga. 
Savannah Bank and Trust Bldg. 
Los Angeles, Cal. 

427 Van Nuys Bidg. 
1103 L. C. Smith Bldg., Seattle, Wash. 
Reom 495, Ellicott Sq. Bldg., Buffalo, N. Y. 
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<~ Louisiana & Arkansas Railway 


announce a new route between the Southeast and Southwest 


An immediate connection has been formed between these two roads and the Mississippi Central has extended 
its operations into Mobile, Alabama, by trackage rights over the Gulf, Mobile and Northern Railroad. 


These are two exceptionally well maintained and operated roads. Their freight schedules have been co- 


ordinated so as to form through continuous service for the handling of traffic between the Southeast and the 
Southwest. 
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MAP OF 


LOUISIANA & ARKANSAS RY, 


\\\\ AND 


\ wississiPa CENTRAL R. R. 
\ } “Natchez Route” 
\ 


\\ Rand McNally & Co. 





It will be our constant aim to render so prompt and dependable a service and to so keep shippers 
informed respecting the movement of their freight, that this route will become noted for its reliability and 
the ease with which patrons can secure information about the movement of their shipments. 


Route from the West via Shreveport, La., Stamps or Hope, Ark., care Natchez Route. 
Route from the East via Mobile or Hattiesburg, care Natchez Route. 
We will show our appreciation by ‘‘Delivering the Goods.”’ 


H. R. Wilson, B. S. Atkinson, 
Traffic Manager, Mississippi Central R. R., Traffic Manager, Louisiana & Arkansas Ry., 
Hattiesburg, Miss. Texarkana, Ark. 


Traffic Department Representatives: 


Carroll H. Smith, C. G. Lang, W. S. Cornell, H. R. Whiting, R. E. McGrath, 
General Agent, Commercial Agent, General Agent, General Agent, Commercial Agent, 
Atlanta, Ga. Mobile, Ala. Dallas, Texas Oklahoma, Okla. Kansas City, Mo. 
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Pacemaker 


It is a big advantage to owners to buy 
a modern up-to-date truck which em- 
bodies every recent improvement that 
truck engineering has developed. No 


change of design is introduced by 
Pierce-Arrow until proven in use. 


Until war demands interfered,every improvement 
developed was introduced in current production. 
Experimentation went right on. Now these 
improvements are embodied in present Pierce- 
Arrows. They are the most efficient trucks made. 


1etce .°. 


2 -ton $3200 

33-ton 4350 

' ‘ T 5 -ton 4850 
All Prices F.O.B. Buffalo 


THE PIERCE-ARROW MOTOR CAR COMPANY, BUFFALO, N. Y. 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 
1 U. S. Mail Steamers ‘Twin Screw American Steamers 
i NEW YORK PHILADELPHIA 
| SAN FRANCISCO PORTLAND 


SAN DIEGO 
SEATTLE 


LOS ANGELES 
TACOMA 


SAN DIEGO 
PORTLAND SEATTLE 


MOBILE NEW ORLEANS 
| SAN FRANCISCO 


LOS ANGELES 
TACOMA 





} Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


| GENERAL OFFICES: 44 Whitehall Street, New York 


i Marquette Bldg. Lafayette Bldg. Oliver Building Central Bldg. Merchants Exchange Railway Exchange 


Chicago Philadelphia Pittsburgh Los Angeles San Francisco Portland 
\| Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent L. C. Smith Bldg. 
| St. Louis Mobile, Ala. New Orleans, La. Seattle 








“The Advantages to Shippers Are Self Evident’’ 





HAT is what the Fairbanks Company state in 
the letter to the right of our Service to Shippers, 
and remember those advantages include decided 
saving to you on shipments of Household Goods, 
Machinery and Automobiles to domestic points and | sgapc prviston 
on everything everywhere for export through LB. Kelz 


Manager 


THE FAIRBANKS COMPANY 
416 Broome STREET 
NEw YORK 


September 22nd 1921. 


vie 2919. 


The Transcontinental Freight Co. 
Woolworth Se Oe 
New York City. 


Gentlemen :- 


It is with pleasure that we take this 





opportunity of expressing our satisfaction with the service 


> 
rendered by your Company on shipments of machinery, motors 


Consolidated Gaiden 
Shipping Service 


which to shippers of Machinery and Machines and 
any other 5th class commodity also means 5 days’ 


and other merchandise. We have been shipping 
freight through your medium for a number of years and can 
say without flattery that your service has been much above 


the average. We have always felt that freight conmit- 








through shipment, Chicago, Cleveland and Cincinnati 
to New York, Philadelphia and Boston. 


TRANS-CONTINENTAL FREIGHT CO. 


Export and Domestic Freight Forwarders 


General Offices: Chicago, 203 So. Dearborn St.” 
Eastern Offices: New York, Woolworth Bldg. 


Boston: Old South Bldg. 


ces Hippodrome Bld,.- 
Buffalo: Ellicott Square 


Los Angeles: Van Nuys Bldg. 

Philadelphia: Drexel Bldg. San Francisco: Monadnock Bldg. 

Cincinnati: Union Trust Bldg. Seattle: Alaska Bldg. 
Portland, Oregon: 13th and Kearney Streets 


Write the Nearest Offices 





ted to your care would be properly handled, that in times of 
congestion you have exerted yourselves to keep cars moving 
and to inform your patrons regarding delayed freight, and itn 
the settlement of claims your treatment has been fair, in 
fact, most liberal. With such service and the special 
rates you offer on consoiidated car load traffic, the advan- 
tages to shippers are self-evident. 


Yours very truly, 


Manager ® =a ione 


